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Abstract 
____________________________________________________________ 
 This thesis examines the effects of government initiatives to regulate the impact of the two forces: roads and 
population pressure, which contribute to deterioration of the environment in Tanzania. In Tanzania 
environmental impact assessment (EIA) is being widely practised as a planning tool that identifies the 
potential impacts associated with development and determines their level of significance and the need for 
mitigation measures.  
 
The object of this thesis is to draw attention to the limitations of the project-level environmental impact 
assessment (EIA) with regard to contributing to sustainable development within the planning process. First it 
is documented that barriers for the effective operation of the EIA system, are found within the 
implementation of rules, laws and regulations relevant to EIA in the Road Sector in Tanzania. After 
documenting the extent of these challenges light is shed on barriers found within the implementation of 
criteria for reaching set EIA goals in the Road Sector. Finally, the attitudes of the professionals in the EIA 
system are documented to have an impact on the effective operation of the system. 
 
 Results show that the rules, laws and regulations are poorly implemented due to i.a. the ineffective 
decentralisation of environmental responsibility and the powerlessness of the EIA tool in securing 
coerciveness to recommended legislative mitigation measures. Results also indicate that implementation of 
criteria for reaching EIA goals is challenged by poorly institutionalised conceptions of these criteria 
throughout the EIA system. Furthermore, challenges are found in the partial lack of a common “thoughts 
pattern” regarding the environmental planning system and the decision-making ideal among professionals in 
the EIA system.  
 
Based on a collective interpretation of these challenges it is concluded that the success of the government’s 
recommendations of widening the scope of EIA to include environmental assessment of all new policy, plans 
and programmes (Strategic Environmental Assessment (SEA)) will be highly dependent on changing the 
mind-sets and motivation of top personnel at ministerial level, as well as promoting awareness at regional 
and local level.  
 
Furthermore, a major factor that will influence on the increased success of EIA, and a requirement for the 
success of SEA, is found to be the establishment and enforcement of land-use plans and regulations, as well 
as a change in the national energy supply and enforcement of existing environmental laws. Without these 
changes, population increase, resulting from improved roads, will continue to result in unsustainable land-
use and use of natural resources.
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Dansk Resume 
____________________________________________________________ 
 
 
Dette speciale undersøger effekten af regeringstiltag i henhold til at regulere påvirkningen af de to 
krafter: veje og befolkingstryk, som bidrager til nedbrydning af miljøet i Tanzania. I Tanzania 
anvendes Vurdering af Virkning på Miløet (VVM) bredt som et planlægningsredskab, der er i stand 
til at identificere potentielle påvirkninger relateret til udvikling, bestemme deres betydningsniveau 
og behovet for afværgetiltag.   
 
Målet med dette speciale er at gøre opmærksom på begrænsningerne i VVM på projektniveau i 
henhold til at bidrage til bæredygtig udvikling i planlægningsprocessen. Det er først og fremmest 
dokumenteret at barriere til effektiv virkning af VVM systemet er at finde i implementeringen af 
relger, love og reguleringer relevante for VVM i vejsektoren i Tanzania. Efter dokumentation af 
omfanget af disse udfordringer rettes opmærksomheden på de barrierer, der findes i 
implementeringen af kriterier for at opnå de overordnede VVM mål i vejsektoren. Til sidst 
dokumeteres det, at de professioneles holdninger i VVM systemet har indflydelse på effektiviteten 
af systemet.  
 
Resultaterne viser at regler, love og reguleringer er dårligt implementerede bla. pga. den ineffektive 
decentralisering af det miljømæssige ansvar, samt magteløsheden i selve VVM instrumentet i 
forhold til tvangsmæssigt, at sikre implementering af lovgivende afværgetiltag. Resultaterne 
indikerer ligeledes at implementering af kriterier for, at opnå overordnede VVM mål er udfordret af 
dårligt institutionaliserede forestillinger om disse kriterier indenfor VVM systemet. Derudover viser 
det sig, at udfordringer også findes i et manglede fælles ”tanke mønstre” i forhold til 
miljøplanlægning og beslutningstagningsidealet bland professionelle i VVM systemet.  
 
Baseret på en kollektiv bedømmelse af disse udfordringer konkluderes det, at succesen af den 
tanzanianske regeringens beslutning om at udvide omfanget af VVM, til også at omfatte 
miljøvurderinger af alle nye politiker, planer og programmer (Strategisk Vurdering af Miljøet 
(SVM)), afhænger af en ændring i tankegangen og motivationen blandt de højest placerede på 
ministerieniveau.  
 
Derudover afhænger succesen også af at fremme af miljøbevidstheden på regional samt 
lokalniveau. Endvidere er etablering og håndhævelse af arealanvendelsesplaner og ændringer i den 
nationale energiforsyning samt håndhævelse af eksisterende miljølove vigtige omstændigheder, som 
vil påvirke effektiviteten af VVM, og som er en betingelse for succesen af det bredere redskab 
SVM. Uden disse ændringer vil befolkningsstigning, som resultat af forbedrede veje, fortsat 
resultere i ikke-bæredygtig arealanvendelse og overudnyttelse af naturressourcerne. 
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1  Introduction 
________________________________________________________________________________ 
 
1.1 Field of Interest 
 
Deforestation, loss of wildlife and water over-exploitation and contamination are considered to be 
some of the major environmental disasters of the 21st century. This thesis examines the effects of 
government initiatives to regulate the impact of the two forces: roads and population pressure, 
which contribute to deterioration of the environment in Tanzania.  
 
Tanzania is one of the poorest countries in the world where food and trade insecurity, poor access to 
health and educational facilities impedes the country’s prospects for development. 
 
One of the greatest barriers to growth and poverty reduction in Tanzania is the country’s poorly 
developed infrastructure. Many of the roads1 are in poor condition and in the rainy season many of 
the roads are closed for access. The poor road conditions increase the cost and difficulty of transport 
of both people and goods, impacting negatively on the inclusion of people living in rural districts in 
the national economy, and on their ability to work their way out of poverty. 
 
The National Strategy for Growth and Poverty Reduction (know by the Swahili acronym, Mkukuta) 
is arranged in three clusters representing the country’s primary development goals: i) growth and 
reduction of poverty; ii) improved quality of life and social well-being, and iii) good governance 
and accountability. Roads receive a high priority under the Mkukuta, both under the strategy for 
Growth (mainly the major roads as a prerequisite for economic development) and under the strategy 
for social well-being (mainly the minor roads providing access to social services). The 
implementation of road works naturally touches on the third cluster. (Vice Presidents Office, 2005). Over 
the last 10 years the trunk and regional road network has expanded at a fascinating rate, partially 
                                                 
1 Tanzania’s road network: totals about 85,000 km of which 10,500 km are trunk  roads, 24,500 km are regional roads, 
and the remaining 50,000 km are classified as rural and feeder roads.(AGRIFOR, 2006) 
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due to the government’s prioritising of roads in the growth strategy but also because many donors 
have focused on road development in their strategy for development cooperation with Tanzania2.   
 
Although roads are economically and socially beneficial, it is of increasing concern that road 
projects can result in adverse environmental3 impacts under circumstances of poor environmental 
consideration during road planning. There are numerous examples of poorly planned roads and bad 
construction practices that have resulted in far-reaching negative effects on the environment in 
Tanzania. One of the major environmental impacts of poorly planned roads is deforestation as a 
result of forests and woodlands that are opened up through improved access. Other impacts include 
amplified population pressure, which, without proper planning, leads to pressure on natural 
resources, such as forests, wildlife and water. Although these are not direct impacts but result from 
poor land-use, settlement and natural resource planning in connection with road improvements, they 
are indirect effects of improvements in the Road Sector. 
 
Deforestation 
 One perspective on the determinants of deforestation is that it is the result of land use change; for 
an area to be deforested, it must be profitable to convert land to another use, and this use is usually 
agriculture (Cropper et al., 1999). It has been documented that there is a cumulative impact of the two 
forces of roads and population pressure, which increase the profitability of converting forest land to 
agriculture (Cropper et al., 1999).  
 
Tanzania is a country that depends on agriculture for its economic and social development. It is 
estimated that of the 19 million labour forces in the country, 80% are in the agriculture sector which 
contributes around 50% of the gross national product. (AGRIFOR, 2006).  In some areas of Tanzania it 
is revealed that road improvements have contributed to expansion in exploited agricultural land at a 
rate of 12.5 % increase per village, while in the same period (1997 – 2005), in the same area, the 
road contributed to deforestation equivalent to a 150% increase (Lomo Consults LTD, 2006).  
Furthermore, charcoal (from wood) has a much higher market value than any agricultural products 
and unlike vegetables, charcoal is easy to transport. A socio-economic impact assessment study of a 
                                                 
2 From 2001 to 2005 alone, the allocation of funds to the Road Sector increased from US$ 171.8 million to US$ 316.19 
million. (MoW, 2005) 
3 The term “Environment” covers the physical surroundings that are common to all of us, including air, space, waters, 
land, plants and life (Carl Bro, 2006) i.e. ecosystems. 
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road project in Tanzania revels that as a consequence of an improved road, charcoal production had 
in some road catchment areas increased by 483% over the same 8 year period (Lomo Consults LTD, 
2006).  
 
Tanzania is rich in biodiversity and has about 33.5 million hectares of forests and woodlands and is 
one of the fourteen –biodiversity hotspots in the world (AGRIFOR, 2006). Its natural resources have 
vast potential which can contribute to economic development if they are judiciously and rationally 
exploited.   
 
Loss of Wildlife 
Land use change (caused (a) by existing residents who see new opportunities for sale of crops due 
to better access (b) by incomers), is argued to be a major factor in influencing on natural vegetation 
through expansion of cultivated areas and accelerated destruction of natural habit. Through the 
impacts on vegetation, another indirect result of road development is the long term impact on 
wildlife. In this respect it is agued that increased settlement and cultivation, brought on by improved 
access to favourable living areas, is a major contributing factor to decline in wildlife. Roads may cut 
across wildlife corridors, increasing the difficulty faced by wildlife attempting to disperse from or 
migrate between greater ecosystems.  Furthermore, improved access can increase illegal hunting by 
simplifying transport and opening up new marked opportunities, and allowing more rapid access 
and getaways (Roughton, 2000). In the Lake Manyara Basin in North-Central Tanzania, Rhinos have 
become completely extinct due to unsustainable levels of poaching. Loss of habitat effects wildlife 
in a permanent way as wildlife cannot exist without appropriate habitat for all stages of their life 
cycle. (Roughton, 2000).  
 
 
The wildlife of Tanzania is a unique natural heritage and resource that is of great importance both 
nationally and globally. Tanzania has 19% of its surface area devoted to wildlife in protected areas 
where no human settlement is allowed and 9% wildlife co-exists with humans. The forms of 
wildlife utilization practiced in Tanzania are game viewing, tourist hunting; resident hunting, 
ranching and farming. (AGRIFOR, 2006), which are potential earners of local and foreign exchange 
and employment as they provide as tourist attractions. Tanzania’s tourism sector is thus among the 
sectors with great economic growth potential. It provides a substantial amount of foreign exchange 
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earnings and employment for numerous people (approx.30.000) thereby contributing to the 
economic growth. Its contribution to the Gross Domestic Product is about 14%, but this is very 
minimal compared to the country’s potentials of the industry (AGRIFOR, 2006). In order for Tanzania 
to continue to exploit its potential in the wildlife industry it is essential that the country employs 
effective management strategies and emphasises sustainable land use forms in areas inhabited by 
both humans and wildlife. 
 
Contamination and over-exploitation of Water 
Another indirect effect of roads, population pressure and land use change is water contamination 
and over-exploitation leading to shallower lakes and water unsuitable as habitat for birds and 
animals, as well as consumption by humans.  
 
One example is the use of fertilisers and pesticides used by farmers, who are increasingly moving to 
the Lake Manyara Basin, in North-Central Tanzania, due the improved access and favourable 
farming condition. Also poor land use in areas surrounding Lake Manyara National Park is causing 
erosion, which in turn leads to siltation and decreased depth of the lake. These are major factors 
contributing to pollution of Lake Manyara waters and degeneration of water levels. The impacts 
include extinction of several animal species in the area4. (Mfugale, 2000). Furthermore, due to 
development of water projects and the increased construction of bore-holes to cater for the water 
needs of the increased population living near the road, water levels in lake Manyara  are 
significantly reduced (EMET 14th – 16th  August 2006), making it difficult to maintain a sustainable 
balance between water need and supply in the future. 
 
The lack of proper management of water catchments, agricultural chemicals, and increased 
competition for limited water by multiplied land users has reduced both the quality and quantity of 
water in Lake Manyara National Park.  
 
1.1.1 Challenges to achieving Sustainable Development 
The challenge is in what way Tanzania can achieve a path of sustainable development while 
increasing growth?  As in many other countries policy makers are continuously faced with the need 
to pursue three challenging goals simultaneously: Growth, poverty reduction and environmental 
                                                 
4 These include eland, oryx and kudu, wild dog as well as several bird species..  
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sustainability. These three goals are complementary and should be managed with due consideration. 
In the short-term this translates to identification of potential opportunities for reversing current 
degradation but also, what should or can be done with existing (remaining) environmental assets, in 
the context of identified issues. 
 
The National Environmental Policy, 1997 (NEP) (Vice President’s Office, 1997) is an overarching 
framework policy for environmental planning and management in Tanzania. Specific subsidiary and 
sectoral policies to carry forward the detailed tasks of everyday governance fall within this 
framework. They must subscribe to the vision, principles, goals and regulatory approach set out in 
the framework policy. The policy applies to all government institutions and to all activities that 
impact on the environment.  NEP (1997) identifies the following six major problems, which require 
urgent attention: 
i. land degradation; 
ii. lack of accessible, good quality water for both urban and rural inhabitants; 
iii. Environmental pollution; 
iv. loss of wildlife habitats and biodiversity; 
v. deterioration of aquatic systems; and  
vi. deforestation 
The NEP states that each of these is important to the economic well-being of the country and the 
health of the people. 
 
As set out above, poorly planned roads contribute directly or indirectly to further deterioration of 
most of these problems. 
 
The NEP outlines Environmental Impact Assessment (EIA) as the major instrument for 
environmental management in the country. Further, a recent government initiative;  the new 
Environmental Management Act (EMA) of 2004, makes it compulsory for the road implementing 
agency to carry out Environmental Impact Assessment (EIA) in regard to all major infrastructural 
projects. The EMA is the first attempt at moving EIA from policy to legislative level, making EIA 
the major environmental management tool for sustainable development in the country.  
 
Apart from the NEP and the EMA, the National Conservation Strategy for Sustainable 
Development, the National Environmental Action Plan and specific sectoral policies recognise EIA 
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as a means of ensuring that natural resources are soundly managed, and of avoiding exploitation in 
ways that would cause irreparable damage and social costs. All the above documents emphasise the 
need to promote socio-economic development within the context of acceptable limits, and to seek a 
balance between economic development and environmental conservation, with a view to achieving 
sustainable national development. (Booth, 2002). 
 
Within this framework, therefore, EIA is to be an ‘environmental permitting prerequisite’. 
 
 Environmental Impact Assessment (EIA) is a policy tool, used globally, for reducing the negative 
consequences of development activities and for promoting sustainable development5. EIA is a 
planning instrument potentially applicable to any type of development action, which may result in 
significant environmental impacts, in any part of the world. The purposes of the assessment are: 
a) To identify any potentially adverse environmental consequences of a development action, so 
that they may be avoided, reduced or otherwise taken into account during planning and 
design; 
b) To ensure that any such consequences are taken into account, both whilst planning and 
designing an action and when it is authorized; 
c) To influence how it is subsequently managed during its implementation.  
(Lee and George, 2006). 
 
Although these underlying principles are general, the circumstances in which EIA is applied and, 
therefore, the particular form it takes, vary considerable between different parts of the world. 
The main focus of this thesis is upon EIA application in the Road Sector in Tanzania and the 
effectiveness of the instrument in living up to its principles. 
 
1.1.2 Challenges to EIA effectiveness 
Many of the documented challenges6 that have been recognised as hampering the effectiveness of 
EIA systems in developing countries are related to the unstable and inpersistent integration of EIA 
in the environmental regulatory systems as a whole (Lee, 2000). One perceived reason for the poor 
                                                 
5 By tool for sustainable development I refer to EIA as a tool to help improve and sustain “…the quality of human life 
while living within the carrying capacity of supporting ecosystems…” (IUCN/UNEP/WWF, 1991). 
 
6 See Lee, 2000: 230-31  for more detail 
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integration of EIA stems from the fact that EIA evolved in the Western world as a means of 
assessing and mitigating environmental damage, meaning that it is perceived as essentially a 
negative statement, and its impact assessment techniques as reflecting a protectionist approach. One 
of the consequences of this negative connotation is the perception that EIA is anti-development. 
Linked with this is the sensitivity of developing countries to what they see as environmental 
imperialism or environmental conditionality by developed countries and donors. (Lee, 2000). Other 
reasons for the poor integration include the fact that EIAs in developing countries are often planned 
and implemented by international consultants, and opportunities to build the capacities of local 
institutions to perform such analysis are often wasted. Connected to this is the fact that each donor 
agency generally has its own administrative and reporting requirements, with sophisticated and 
specialised assessment techniques resulting in the in-country institutions finding it difficult to keep 
up-to-date with the necessary skills and information (Donnelly, 1998).  Other challenges include the 
poor adaptation of EIA regulations and procedures to fit to the circumstances of the particular 
country concerned and inadequate co-ordination between environmental ministries and 
development ministries, which hampers the integration of environmental considerations into the 
overall development process. (Lee, 2000).  
 
Although many developing countries have embraced EIA at the legislative level, and have 
established thorough EIA regulations and sector-specific guidelines, barriers to effective 
implementation are often encountered. The above challenges are only some of many challenges 
identified in regard to effective operation of EIA systems in developing countries and many of these 
challenges relate to problems in lack of institutional embededness of the EIA principles and 
procedures. Indeed, one of the major critiques of the functionality of the EIA system in developing 
countries, including Tanzania, is that despite EIA having been lifted to legislative level there is still 
a need for development and improvement of the institutional dimension of EIA (Bekhechi, 2002), i.e. 
there is a need to promote a stable dominating conception, adoption and management of EIA.  
In the case of Tanzania7 EIAs were, until recently, mainly used in the context of foreign 
development projects. Yet, before EIA became part of the environmental legislation in 2005, a 
number of Sectoral policies had indeed advocated the use of environmental impact assessment in 
                                                 
7 Where the first “formal” EIA was undertaken in 1980 for the Stiegeler’s Gorge Power and Flood Control Project 
(Booth, 2002) 
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project planning. However, the national capacity for the management and implementation of EIAs 
was extremely limited, and despite the fact that the National Environmental Management 
Committee produced a series of general EIA procedures and guidelines (NEMC, 1997) 
implementation was sporadic and unreliable (Booth, 2002). In the road sector it was almost 
exclusively EIAs that were demanded by donors and conducted by expatriate consultants that were 
implemented (TANROADS- head of environmental unit at national level, 2006). 
 
Although EIA has now moved to legislative level, the history of EIA in Tanzania (as a tool mainly 
enforced by donors) has resulted in a lack of institutional embededness of EIA in the environmental 
regulatory system. This in turn has presented barriers to effective implementation of EIA, and the 
Government of Tanzania acknowledges institutional weaknesses in the implementation of the 
Environmental Management Act and hereunder EIA (AGRIFOR consults, 2006).  
 
As a result of I arrive at the following 
1.2 Problem Statement: 
 
In what way, is the institutional dimension a limiting factor to the operation of an effective EIA 
system in the Road Sector in Tanzania?   
1.2.1 Explanation of the problem statement and development of working questions: 
 
Below I wish to shed light on what is meant by the concepts used in the problem statement. In 
addition I compose 3 working questions with the purpose of indicating how I, via answering these, 
will answer the problem statement. The working-questions also provide the overall framework for 
the analysis Chapters (4, 5 and 6).  
1.2.1.1 Concept definition 
Institutional dimension refers to the regulative, normative and to some degree the cognitive8 aspects 
of institutions, i.e. the way in which rules, laws and regulations (regulative dimension of 
institutions), criteria in regards to reaching EIA goals (normative dimensions), and patterns of 
attitude (cognitive) regarding the conception, adoption, management of EIA, are captured in 
patterns, and the way in which these patterns are, in turn, reproduced in day-to-day behaviour. The 
analysis of attitudes may not qualify as “institutional” analysis, however, this dimension is included 
                                                 
8 These terms will be defined in Chapter 2 (Theoretical and Analytical framework) 
 
EIA in the Road Sector  Chapter 1 - Introduction 
 9  
due to the expectation that individual’s attitudes may influence on the institutionalisation of 
implementation practices. Furthermore, it is interesting to analyse if there is indeed a “pattern” in 
the attitudes, which may indicate some degree of institutionalisation of thoughts in the EIA system 
(in this thesis referred to as the cognitive dimension of institutions). 
 
When asking the question “in what way the institutional dimension is a limiting factor to the 
effective operation of the EIA system in the Road Sector”, I am preparing for a critical analysis of 
the different institutional dimensions of the EIA system. By effective I refer to the way in which the 
EIA system, as a whole, contributes to sustainable development and the way in which it fulfils its 
objects of assessing environmental impacts. Furthermore, I refer to the way in which the EIA 
effectiveness criteria are implemented. These criteria and their relevance are discussed further in 
Chapter 2 (Theoretical and Analytical framework). The EIA System is here defined as a set of 
interacting or interdependent organisations influencing on environmental planning in the Road 
Sector. By organisations I thus refer to all groups and individual actors involved in or influencing 
on the EIA process. A more precise description of these actors is given in Chapter 3 and 4 
(Methodology: Delimitations and Part I - Analysis). By Road Sector I refer only to Tanzania’s 
National Trunk Roads, under administration of the Tanzania National Roads (TANROADS) 
agency. This refers to the roads at the top of the road hierarchy (i.e. paved national roads). I will not 
assess EIAs of regional or feeder roads directly; however, the feeder and regional roads that feed 
into the Case study trunk roads and thus open up for access to potentially vulnerable areas, are 
assumed to contribute to the environmental impacts of the Case study roads. 
 
In order to answer the entire problem statement I have developed following working questions: 
 
1. What barriers and possibilities for the effective operation of the EIA system, are found within the 
implementation of rules, laws and regulations relevant to EIA in the Road Sector in Tanzania? 
2. What barriers and possibilities for the effective operation of the EIA system are found within the 
implementation of criteria for reaching set EIA goals in the Road Sector in Tanzania? 
3. What barriers and possibilities for the effective operation of the EIA system are found in the 
attitudes of professionals in the EIA system? 
Although focus is mainly on the limiting factors of the institutional dimension of the EIA system, I 
also wish to shed light on some of the potential positive aspects of the system. For this reason the 
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concept of “possibilities” are included in the working questions and although it does not receive the 
same attention as the “barriers”, the positive aspects are considered where such appear to be 
present.  
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2 Theoretical and Analytical Framework 
________________________________________________________________________________ 
 
This section establishes a framework for answering the three working questions:  
 
1. What barriers and possibilities for the effective operation of the EIA system, are found within the 
implementation of rules, laws and regulations relevant to EIA in the Road Sector in Tanzania? 
2. What barriers and possibilities for the effective operation of the EIA system are found within the 
implementation of criteria for reaching set EIA goals in the Road Sector in Tanzania? 
3. What barriers and possibilities for the effective operation of the EIA system are found in the 
attitudes of professionals in the EIA system?  
 
In order to establish a framework for answering these questions I will first of all provide a brief 
summary on the origin of EIA. Second is a discussion on the meaning of “institutions” versus 
“organisations”, which leads into a presentation of Richard Scott’s framework for understanding 
different dimensions of institutions; regulative, normative and cultural-cognitive. Finally this 
Chapter is divided into three sections. Each section provides a framework for answering each 
working question.  
 
2.1 The origins of EIA  
Before arriving at a framework for analysing EIA effectiveness in the Road Sector in Tanzania, it is 
important to understand what exactly lies behind the original concept and why EIA has been 
deemed useful at all. The reason for focusing on the original concept is that it is within the context 
from which EIA has emerged that the tool can be expected to be the most effective according to its 
“ideal” purpose. (Jay, 2007). 
Environmental Impact Assessment (EIA) is a terminology developed in the USA in 1969 in 
connection with enactment of a new law, National Environmental Policy Act (NEPA), which was 
intended as an instrument for informed decision-making. The instrument consists of two parts; 1) 
The document - EIS (Environmental Impact Statement), and 2) The process (NEPA-process) which 
together came to be referred to as EIA (Carlman, 1996). The EIA instrument constituted the core of the 
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act and was mainly used when dealing with Federal actions, i.e. projects and programmes of 
particular concern for the quality of human environment (Lee and George, 2006). 
The overall purpose of EIA was originally to arrive at an appraisal of the value of the environment 
through assessing alternatives related to achieving intended objectives. EIA was and is thus used in 
relation to making decisions that may influence the environment and to be “an approach which 
seeks to improve development by a-priori assessment” (Barrow, 1997:2). 
The major period of expansion of project-level EIA has taken place since the 1980s. Virtually all 
high income countries now possess their own mandatory EIA procedures, as do a large and 
increasing number of low and middle income counties. Additionally, most international and 
bilateral aid agencies and development banks have adopted their own EIA procedures, which they 
apply when providing development assistance (Lee and George, 2006). (View appendix 21 “EIA 
Procedures” for detail on EIA procedures in Tanzania).  
2.2 Definition of “institution” 
 
The term “institution” has been applied many meanings and applications since institutional theory’s 
origin at the beginning of the century.  
 
One of the reasons for confusion as to the interpretation of ‘institution’ is i.a. related to the 
definitions of the two related terms: ‘organisation’ and ‘institution’. According to D.C. North 
institutions and organisations are two very distinct concepts; institutions are “the rule of the game” 
while organisations comprise “the players”. In this context it is the institutions that define the 
regulative framework in which the organisations operate. Organisations here may refer to firms, 
businesses, political parties and national states, which are the stakeholders in the ‘game’. This is 
North’s metaphor for the political and economic interaction. (Nielsen, 2005). 
 
‘Organisations’ are in large parts of social science defined as part of institutions, meaning that an 
organisation may be a certain type of institution. The organisation may be identified via e.g. 
telephone numbers and email addresses, while institutions comprise laws, routines and informal 
behaviour, which cannot be identified in the same factual way. The administrative theorist H. 
Simon states that organisations that are defined in this way or as embodied in charts and manuals of 
job descriptions and formal procedures take on the “appearance of a series of orderly cubicles 
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following an abstract architectural logic [rather] than a house inhabited by human beings” (Simon, 
1997: 18). Simon thus refers to organisations as the pattern of communications and relations among 
a group of human beings, including the processes for making and implementing decision. This 
pattern is by sociologists called the “role system” (Ibid). This definition is not far from Jessop’s 
definition of organisation, which sees organisations as a combination of institutions. Institutions are 
according to Jessop made up of and supported by roles, sanctions and norms. Sanctions are here 
referred to as both positive and negative stimuli as well as physical or economic punishment.  
Following this definition an organisation is thus made up of many different institutions, while the 
same institutions may exist in many different organisations.  
 
Common for all definitions of institutions is that they refer to repetition in the way people act and 
an institution is understood to entail stability and persistence. 
 
In this thesis the terms “institution” and “organisation” are distinguished as explained by Jessop. i.e. 
organisations are made up of many different institutions.  
 
2.3 Framework for answering working questions  
 
The first part of this section sets out to distinguish between different institutional theories and from 
where they evolve. The purpose of the section is to arrive at a framework for applying the three 
institutional dimensions (regulative, normative and cognitive) to analysing barriers in the EIA 
system in Road Sector in Tanzania. The first part thus gives a broad introduction to the evolution of 
institutional theory and arrives at a definition of neo-institutionalism and the three institutional 
dimensions. The section is hereafter divided into three parts, where the institutional dimensions are 
interpreted respectively, in a sometimes loose manner, in order to make the concepts operational, 
and arrive at a theoretical framework for analysis.    
2.3.1 Different dimensions of institutions  
Institutionalism and the analysis of the way institutions affect our society is a field of study that 
goes back thousands of years. For all this time it has been recognized that institutions interact with 
one another in ways that can be studied and understood. Sociologists in the late 19th Century and 
early 20th Century began to systematize this study. Economist and Social theorist Max Weber  
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focused on the ways bureaucracy and institutions were coming to dominate our society with his 
notion of the iron cage that unrestrained institutionalisation created (DiMaggio and Walter, 1983). 
 
In Britain and America, the study of political institutions dominated political science until after the 
post-war period. This approach, sometimes called 'old' institutionalism, focused on analysing the 
formal institutions of government and the state in a comparative perspective. After the behavioural 
revolution brought new perspectives to analysing politics such as positivism, rational choice theory 
and behaviouralism, the focus on institutions was abandoned since it saw politics as too narrow. 
The focus moved to analysing the individual rather than the institutions which surrounded him/her. 
 
In the 1980s, institutionalism saw a revived focus in the form of new- or neo-institutionalism, on 
the study of institutions as a lens for viewing work in a number of disciplines including economics, 
international relations and political science (DiMaggio and Powell 1983).  
New institutionalism thus describes social theory that focuses on developing a sociological view of 
institutions - the way they interact and the way they affect society. It provides a way of viewing 
institutions outside of the traditional views of economics.  
 
Much of the research within New Institutionalism deals with the pervasive influence of institutions 
on human behaviour through rules, norms, and other frameworks. Previous theories held that 
institutions can influence individuals to act in one of two ways: they can cause individuals within 
institutions to maximize benefits (regulative institutions), or to act out of duty or an awareness of 
what one is "supposed" to do (normative institutions). An important contribution of new 
institutionalism was to add a cognitive type influence. This perspective adds that, instead of acting 
under rules or based on obligation, individuals act because of conceptions: "Compliance occurs in 
many circumstances because other types of behaviour are inconceivable; routines are followed 
because they are taken for granted as 'the way we do these things'" (Scott 2001, p. 57).  
 
The following definitions of the three institutional dimensions, presented by neo-institutionalist W. 
Richard Scott in his book Institutions and Organisations (Scott, 2001), will help in developing a 
framework for analysing the barriers and possibilities for effective operation of the EIA system 
found within the different dimensions of institutions in the Road Sector in Tanzania.  
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Scott’s framework defines the three pillars of institutions, recognised in neo-institutional theory; 
Regulative, Normative and Cultural-Cognitive: 
 
The pillars are differentiated such that each identifies a distinct basis of compliance, mechanism of 
diffusion, cluster of indicators and foundation for legitimacy claims, where the agreement between 
the elements make up the institutional basis of a given system or organisation. 
 
Below follows Scott´s interpretation of the three dimensions along with weaknesses within each 
dimension, which may pose a threat to effective institutionalisation (persistent conception, 
management and adoption) of a given procedure, e.g. the EIA procedure.  
 
2.3.1.1 The Regulative Pillar 
According to Scott (2001) all institutional scholars emphasise the regulative aspects of institutions. 
I.e. institutions regulate and constrain behaviour. What is prominent for scholars under this 
institutional pillar is that, they apply great importance to the institution’s role of setting rules, 
monitoring and sanctioning activities. These processes can be based on either formalised or 
informalised power to act. The formalised power may be enforced by the police or courts, whereas 
the informal power lies in more locally determined traditions of “shaming and shunning” (Scott, 
2001: 52). The regulative pillar thus assumes that institutions operate through the capacity of 
authority9 (formal or informal) to act in order to enforce rules, laws and sanctions.  
 
Furthermore, within this regulative pillar organisations can either apply their authority by imposing 
their will on others, or they may provide inducement to secure compliance. The latter option implies 
that authority is legitimised through a normative framework that both supports and constrains the 
exercise of power. H. Simon supports this dual function of authority. Simon states that if it is 
attempted to carry authority beyond the point of the “…subordinate’s zone of acceptance…” 
disobedience will follow (Simon, 1997:10). The magnitude of the zone of acceptance depends upon 
the sanctions which authority has available to enforce its commands.  
 
                                                 
9 Working definition of Authority: A subordinate is said to accept authority whenever he permits his behavior to be 
guided by the decision of a spuperior, wihtout independently eamining the merits of that decision. When exercising 
authority, the superior does not seek too to convince the subordinate, but only to obtain his consent. In actual practise, 
of course, authority is usually liberally admixed with suggestion and persuasion.  (Simon, 1997). 
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Problems however, can arise in this pillar, where regulative authority is deemed as the vital element 
in an institution. First of all are the limitations in the authority of persons involved in enforcing a 
particular project, if the political structure of the concerned society does not provide a framework of 
effective enforcement. Due to this there is also a need to look at the political sphere in which the 
project is to be implemented. Secondly, problems may arise in the event that non-neutral parties are 
involved in enforcement. The non-neutral party may be the state, which develops its own interests 
and operates autonomously from other actors. In this event attention must be paid to the role of the 
state: as rule maker, referee and enforcer.  
Thirdly, is the fact that many laws are too controversial or ambiguous to provide clear prescriptions 
for conduct, meaning that it is ineffective to operate in an authoritative and exogeneous framework. 
In such Cases, law is better conceived as an occasion for collective interpretation, relying more on 
cultural-cognitive and normative than coercive elements for its effect. (Scott, 2001). This means that 
in the event that the regulative dimension is insufficiently operational, it is important that the 
organisations responsible for implementing a specific plan, policy or regulation (e.g. EIA) and the 
persons affected, support the goals of the intervention, so that they can secure its effectiveness 
despite lacking legislative backing. 
  
In summary the regulative view of institutions defines institutions as “a stable system of rules, 
either formal or informal, backed by surveillance and sanctioning power, (Scott. 2001: 54) where the 
elements that uphold the institution in part depend on organisations’ capacities to diffuse the rules, 
regulations and recommendations. 
2.3.1.2 The Normative Pillar 
The normative pillar defines norms as one of the regulating mechanism in creation, maintenance 
and development of institutions. The normative system refers to both norms and values. Norms 
specify how things should be done and define the legitimate means to pursue valued goals. Norms 
thus both define goals and design the appropriate ways to pursue them (e.g. Defining the objective 
of EIA and specifying how the process should occur).  
 
The normative conception of institutions has it’s origin in early sociology, where attention was 
focused on social groups such as kinship groups, social classes, religious systems, and voluntary 
organisations, where common beliefs and values are more likely to exist. The influence of these 
social beliefs and norms is viewed as having a stabilising influence on institutions and shared norms 
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and values are regarded as the basis for social order. The stability of institutions is thus within this 
institutional conception viewed as having moral roots. 
 
Theorists embracing a normative conception of institutions emphasise that problems may occur in 
the institutionalisation of e.g the EIA system, in the event that there is no stabilising influence of 
social beliefs and norms, within the system and within organisations that may influence the system. 
 
2.3.1.3 Cultural-Cognitive Pillar 
Cultural-cognitive pillar assumes that something becomes institutionalised by being “taken-for-
granted”. In this sense both rules, norms and ideas can become institutionalised if those that are to 
implement e.g. a certain element of legislation, for example EIA, do so automatically in regard to 
any infrastructure project. Cognition thus refers to the implicit basis for interpretation and action 
(Mac, 2005 in Nielsen, 2005).  
 
Various challenges in application are associated with this institutional pillar. First of all in this 
dimension it is assumed that institutions are created and maintained through social interaction, 
however, critiques of this line of though say that it cannot be taken for granted that the actors apply 
the same meaning to the institution (Mac, 2005 in Nielsen, 2005).  (i.e. the basis of compliance, 
mechanism of diffusion, cluster of indicators and foundation for legitimacy claims) . This means 
that the fundamental understanding of an institution is unreliable as an institution under the 
understanding of this dimension is not persistent and stable. Secondly, the neo-institutional 
approach in general rejects the agency or organisation as its basic unit of analysis and looks instead 
at individuals. Consequently, when focus is not on organisations, attention is directed to abstract 
institutional forms that can be difficult to address with concrete action (Uphoff, 1986 in Goldsmith,1992).  
 
2.3.2 Framework for answering working question 1: 
1. What barriers and possibilities for the effective operation of the EIA system, are found within the 
implementation of rules, laws and regulations relevant to EIA in the Road Sector in Tanzania? 
 
With point of departure in the regulative pillar of institutions the first section of Part I- Analysis 
(Chapter 4) presents the system of formal rules and organisations responsible for enforcing them, 
within the EIA system in the Road Sector in Tanzania.  
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The second section of the Chapter focuses on the basis of order and legitimacy and mechanisms for 
securing coerciveness, in regard to enforcing EIA recommendations. In this respect implementation 
of EIA recommendations is considered the most conducive way to incorporate environmental 
consideration in road projects (more on this follows in Chapter 4).  
2.3.3 Framework for answering working question 2: 
2. What barriers and possibilities for the effective operation of the EIA system are found within the 
implementation of criteria for reaching set EIA goals in the Road Sector in Tanzania? 
 
In Part II - Analysis (Chapter 5), I discuss the degree to which the goals found within the EIA 
system (in EIA legislation) are sustained in implementation practices. I thus seek to uncover the 
“normative roots” of EIA in regard to the “role” EIA is expected to play in theory and how it is 
played in practise respectively. 
 
Normative here refers to the appropriate ways to pursue the goals of EIA. The analysis of barriers 
and possibilities for an effective EIA system is thus to be found in the analysis of potential breaches 
in the stabilising influence of norms, within the system and within organisations that may influence 
the system.  These breaches will in turn be revealed through analysis of the degree to which the 
criteria for pursuing the goals associated with EIA in legislation (in theory) are actually enforced in 
practice (in implementation by EIA practitioners). 
I will evaluate EIA effectiveness in Tanzania according to the explicit criteria for achieving EIA 
goals associated with EIA in the legislation compared to the “ideal” type EIA as defined by NEPA 
and supported by major international organisations. I will not only assess Tanzania’s legislative 
criteria for an effective EIA compared to the “ideal” type criteria, I will also evaluate the extent to 
which the legislative criteria are successfully implemented in the two Cases.  
It could be argued that this analysis should be part of the analysis of barriers in the regulative 
dimension seeing that EIA is part of legislation. However, one of the Cases subject to analysis 
(Case II) was carried out before EIA became part of legislation. This means that EIAs were are the 
time supposedly carried out at the discretion of the government and donors’, indicating a 
“theoretically” environmentally conducive moral. If this shines through in practise is thus an 
interesting point of investigation. Furthermore, the criteria for reaching the goals are explicitly 
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defined in the EIA Guidelines for the Road Sector, which is not technically a legal document and 
the extent to which the guidelines are followed is thus up to the moral and discretion of the relevant 
organisations in the EIA system.  
2.3.3.1 The “ideal” criteria 
A group of researchers gathered at a meeting of the Nordic Council of Ministers (Carlman,1996: 21) 
have analysed the goals and mandates of NEPA lying to ground for EIA, and arrived at six criteria 
for an “ideal” EIA concept. If all these criteria are accounted for, the overall goal of EIA as a policy 
tool for reducing the negative consequences of development activities and for promoting sustainable 
development has been achieved. These criteria are built on criteria set out by major international 
organisations and declarations, including the UNEP (1987) and the Rio Declaration. The criteria 
include: 
1. The Basis for the Decision Criterion, which focuses on completion and consideration 
of EIA before the decision is made. This means that all consequences and alternative options 
must be known to the decision-maker at the time of decision-making, and not only 
afterwards. 
2. The Result Criterion, which is essential for all following criteria. The result criterion 
focuses on the necessity for a reason regarding the action. The criterion underlines that 
without a reason or meaning with the activity, there is no basis for identifying alternatives 
and also no reason for carrying out the project. 
3. The Alternative Criterion, which focuses on ensuring that all options, including the 
no-action alternative, is included in the document. In NEPA this section is stated as 
comprising the heart of the environmental impact statement (CEQ regulation, Sec. 1502.14, 1978). 
4. The Environmental Impact Criterion, which focuses on the importance of a holistic 
analysis of the environmental impact. This means that all sectors must consider 
environmental impacts and all ecological and other factors must be included in the 
assessment report. 
5. The Balancing or Compatibility Criterion, which focuses on the importance of 
compatibility between the presentation of pros and cons of a proposal and the presentation 
of alternatives. 
6. The Checking or Review Criterion, Which focus on the importance of quality assuring 
the EIS, by others than those who have prepared the EIS. The two dimensions of this 
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criterion comprise 1) the right of the public to be part of the review process and 2) checking 
that EIA complies with the requirements.  
In the analysis Chapter the above criteria for pursuing the goals of EIA are analysed in the context 
of the Road Sector in Tanzania. In the view of this thesis, if not all these criteria are recognised in 
the Tanzania’s EIA legislation, then the EIA concept as derived from NEPA is weakened and EIA 
results compromised according to NEPA effectiveness criteria. Furthermore, if those of the criteria 
that are also recognised in the national EIA legislation are not implemented, then EIA effectiveness 
is compromised according to the country’s own regulations. In respect to institutionalisation of the 
EIA process, if there is poor correlation between legislation/guidelines and implementation this may 
imply a breach in stabilising influence of environmental norms, within the system and within 
organisations that may influence the system. This in turn may suggest poor institutionalisation of 
processes in the EIA system. 
2.3.3.2 Considerations when applying “ideal” EIA concept 
Applying the “ideal” EIA concept is synonymous with accepting the “ideal” criteria as universally 
legitimate criteria for assessing EIA effectiveness. However, it is acknowledged that whilst the 
underlying principles of environmental assessment are generally applicable, the particular form 
which EIA regulations and processed takes may need to be adapted to the circumstances of the 
particular country concerned. In certain cases it may be necessary to adopt a step-by-step approach 
to EIA implementation taking into account the institutional and other constraints within the system 
concerned (Lee, 2000). Therefore to be effective in promoting sustainable development, the EIA 
system must be compatible to the evolving infrastructure which surrounds it, with its capacity to 
support it, and with the country’s own specific environmental and developmental needs. With this 
in mind, however, the basic criteria of EIA (as listed above) are globally accepted as criteria for 
effective operation of a given EIA system. Although in many low income countries there is much to 
be done before these principles can be implemented in full, the underlying reason for applying the 
“ideal” concept in this thesis is the documented conviction that the closer the principles are adhered 
to, the more effective the sustainable development process itself is likely to be. (Lee, 2000: 52). 
In addition to the above framework for analysis of “theoretical” criteria for achieving EIA goals, 
which is somewhat orthodox and fails to take into consideration the influence that individuals in the 
professional and organisational culture may have on EIA effectiveness, the following part presents a 
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framework for analysing the effect of attitudes of the EIA practitioners on effective operation of the 
EIA system. 
2.3.4 Framework for answering working question 3: 
3. What barriers and possibilities for the effective operation of the EIA system are found in the 
attitudes of professionals in the EIA system?  
 
In Analysis Chapter 6 I apply a loose interpretation of the term “institution”, based on the Cognitive 
dimension of institutions. I seek to find potential barriers to the actual existence of an 
institutionalised EIA procedure, through focus on the lack of “taken-for-grantedness” of rules and 
goals in the system. In this respect I focus on the individuals in the EIA system and their common 
“though patterns” regarding the goals of EIA and the environmental planning system as a whole.  
 
There are no guidelines in terms of how to apply this dimension of institutional analysis and I 
therefore chose to apply Lars Emmelin´s paradigm approach to analysing potential barriers for 
effective operation of the EIA system. I will not claim that individuals´ thought patterns can be 
classified as “institutionalised” as may be assumed in the Cultural-Cognitive dimension of 
institutions, however, I claim that these patterns (or lack of patterns) influence on the 
institutionalisation of EIA procedures.  
 
With focus on the “though patterns” of the professionals in the EIA system, Lars Emmelin takes his 
point of departure in a paradigm concept as a basis for understanding and evaluating EIA systems, 
and as an interpretative tool in complementing different approaches to evaluation. He thus uses the 
paradigm approach as a functional tool to identify different ways of analysing EIA “effectiveness”.   
 
He adapts the paradigm concept from Tornebohm (Tornebohm in Emmelin, 1998(a)) and thus refers to a 
paradigm, as something which is related to individuals and their patterns of thought. Emmelin 
accordingly sees the paradigm as a phenomenon of interaction between the patterns of thought of 
professionals in the EIA system, which in turn help to shed light on system function and 
maintenance. In this regard it is assumed that the “thought patterns” derived from administrators in 
the EIA system, i.e. the scientific and professional administrators, will influence “the role of EIA, 
the interpretation of general guide-lines and the way it is implemented” (Emmelin, 1998). Hence, 
professional and scientific patterns of thought may influence on how a problem is interpreted and 
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how it is solved. Consequently EIA procedures and goals, developed in relation to one set of 
problems, may not be appropriate when applied to others. Lack of this aspect of methodological 
considerations in EIA evaluation, is one of Emmelin’s main critiques of contemporary EIA 
evaluation.  
 
In order to make Emmelin’s theory applicable to the current study of EIA effectiveness in the Road 
Sector in Tanzania, I provide a framework for evaluating EIA effectiveness in Tanzania based on 
Emmelins study on “Nordic Environmental Impact Assessment: Professional Culture, as an Aid in 
Understanding Implementation” (Emmelin, 1998 (b)): 
 
2.3.4.1 Organisational and professional culture 
The focus of Emmelin’s study was to examine and discuss the functioning of environmental impact 
assessment in the Nordic countries (Sweden, Norway, Finland and Denmark) based on certain EIA-
related indicators of a paradigm. The mechanisms of the paradigm which are used for analysis in 
Emmelin’s study are the:  
1. Views on EIA in the environmental administration 
2. Attitudes towards centralism versus decentralisation 
3. Attitudes towards public participation and communication versus expert judgement 
(Emmelin, 1998 (b): 192) 
 
The first mechanism (1.Views on EIA in the environmental administration), which will compare the 
object of EIA as defined in legislation and guidelines with the perceptions of the object held by the 
environmental administrators is analysed via following possible objectives of EIA (some of the 
objectives relate to national and international debates on the use of EIA and are taken from 
Emmelin’s study, others relate to the objectives and EIA contents as stated in the EIA legislation in 
Tanzania): 
 
1. To find the environmentally best solution (Emmelin, 1998 (b)) 
2. To provide a broad material for decision making (Vice President’s Office, 2005: Part IV, 12 
(objectives)) 
3. To illuminate different alternatives (Vice President’s Office, 2005: Part V, 18 (contents) and TemaNord 
1996:589) 
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4. To find good mitigating measures (Vice President’s Office, 2005: Part V, 18 (contents)) 
5. To find the most cost-effective alternative (Emmelin, 1998 (b)) 
6. To decide on the permissibility of a project (Emmelin, 1998 (b)) 
7. To inform the public (Vice President’s Office, 2005: Part IV, 12 (objectives)) 
8. To get inputs from the public (Vice President’s Office, 2005: Part IV, 12 (objectives)) 
 
As a basis for both the presentation of the results and the discussion these objectives deserve further 
comment in regard to what they are indicators of: 
Objective 1 (To find the environmentally best solution) depicts EIA as a means of giving the 
environment priority in decision-making. Objective 1 and 3 together capture the view that experts 
should prescribe the best solution versus EIA as a means of providing political decision-making 
with alternatives. This represents the rational versus communicative dichotomy (Emmelin, 1998 (b)). 
Objective 2(To provide a broad material for decision making) provides the very vague objective of 
EIA as set out in the Tanzanian Environmental Impact Assessment and Audit Regulations (Vice 
President’s Office, 2005) 
Objective 3 (To illuminate different alternatives) is essential since the identification of alternatives 
is central to EIA methodology and philosophy. In addition it is considered one of the most difficult 
goals to achieve (Emmelin, 1998 (b)). This objective is one of the most recognised by the international 
EIA community and the Objective is thus interesting for comparing Tanzanian views to the 
international debate on EIA. 
Objective 4 (To find good mitigating measures) is an indicator set out by the national EIA 
legislation but is also a result of EIA practice to date. 
Objective 5 (To find the most cost-effective alternative) stresses the dominant method for attempting 
to integrate different factors into a final recommendation. It can also be seen as the expert approach 
to trying to find the best solution while taking other things than the environment into consideration. 
Objective 6 (To decide on the permissibility of a project) is interesting since this is often the explicit 
context of an EIA. 
Objectives 7 (To inform the public) and 8 (To get inputs from the public) are two levels of 
communicative rationality in participation in planning. In the EIA literature it is often stressed that 
inputs from the public is important in the EIA process, in practice communication is normally one-
way to the public. The communicative aspect of EIA is pointed towards by both objectives and the 
level of ambition between them (Emmelin, 1998 (b)). 
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The second and third mechanisms of Emmelin´s paradigm (2. Attitudes towards centralism versus 
decentralisation, 3.Attitudes towards public participation and communication versus expert 
judgement), comprise following questions, which were presented to professionals in the EIA system 
in Tanzania: 
1. Delegating great responsibility to the local level makes environment protection inconsistent?  
2. Authorities and political bodies should be bound by the result of the EIA?  
3. By making environmental assessments on policy and plans the need for EIA on individual 
projects is reduced? 
 
The first question (Delegating great responsibility to the local level makes environment protection 
inconsistent?) is considered interesting as it may reveal certain traits in regard to attitudes towards 
centralism and decentralism and thus the sense of responsibility felt at both levels. A central and 
regional administration can be expected to show interesting characteristics with regard to local 
responsibility, they could favour it or be negative towards it for a variety of reasons. Favouring 
centralism could go with ideas of the need for scientific knowledge and overview of problems, as 
opposed to the specific insight and closeness to the problems found a local level i.e. agreement to 
the question is an indicator of need for uniformity from above. It is further interesting how the 
attitudes compare to the division of power as set out in the national legislation.  
 
The second question (Authorities and political bodies should be bound by the result of the EIA?) is 
an indicator that EIA scientific results alone should decide on the permissibility of the project, and 
an indication of the expert and centralist decision-making ideal in environmental assessment.  
 
The last question (By making environmental assessments on policy and plans the need for EIA on 
individual projects is reduced?) indicates that project EIA is part of a decision-making hierarchy 
and that other forms of environmental assessment may have more decision-making influence. Here 
Emmelin refers specifically to Strategic Environmental Assessments (SEA). 
  
Through analysis of EIA professionals´ attitudes to the objectives of EIA and the environmental 
planning system as a whole I seek to unravel potential conflicts in attitudes, which could influence 
on institutionalisation processes in the EIA system. In the event that there are breaches in the 
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regulative and normative institutional dimensions explanans could be found in this analysis of 
individuals´ attitudes 
 
2.4 Theoretical limitations 
 
The rise of New institutional theory that became fashionable in social sciences starting in the 1970s 
can be seen as a historical modification of rational choice perspectives. Consequently many of the 
incentives of New institutional theory aim at reformulating the theoretical basis for understanding 
societal processes. The force of New institutional theory is thus that it contributes to the 
reformulation of theoretical concepts that distance themselves from the social determinism and 
rational reductionalism concepts of the earlier decade. Instead concepts are created to analyse the 
meaning of trust, expectations, uncertainty, dilemmas, interpretations, learning and social 
competence in regard to dynamics of actors in society. Institutional theory can be used to point at 
how an organisation is created, what maintains it (or not) and how it is developed, which is 
relatively useful in terms of societal analysis. (Nielsen, 2005). However, it is very rare to find a 
theoretically based institutional analysis that suggests, in a normative manner, how something could 
be done, e.g. how to enforce organisational reforms in the EIA system. In this regard institutional 
analysis is very static and conceptual and not a useful tool in terms of arriving at solutions to 
specific organisational challenges.  
 
In relation to the fact that institutional theory stems from a wish to develop new concepts useful for 
socio-economic analysis, one of the major limitations in applying institutional theory is thus the 
lack of guidelines in applying the theory at the empirical level. As a result the analysis of the EIA 
system in Tanzania is a very confined analysis which makes use of and is structured around 
theoretical concepts. The analysis is not intended to arrive at solutions to effectivity challenges but 
is limited to an analysis of the institutional constraints and possibilities found within the system.     
 
Furthermore, a major limitation in applying institutional theory is that it excludes certain 
discussions that are not part of the concepts related to institutional theory. Some of these 
discussions may include the influence of politics, public opinion, the international environment, 
personal interests, identity, culture, individual values, available resources and capacity as factors in 
explaining constraints on action and affectivity in e.g. the EIA system. Through analysis of 
“thought patterns” of individual actors in the EIA system I have attempted to include some of these 
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factors as potential explanans as to lacking institutionalism in certain parts of the EIA system. 
However, the analysis of attitudes or “thought patterns” is problematic in terms of conducting an 
institutional analysis, precisely due the limitations of institutional theory – it has therefore been 
necessary to group the individuals into theoretically (following Emmelin, 1998 (b)) defined groups in 
order to validate the results. Fortunately, the analysis proves that there are indeed some “patterns of 
thought”, which supports the decision of treating individual opinions collectively.  If one was 
interested in an analysis of strictly individual attitudes, an individual actor-based, rational choice-
type of model would be needed to be shed light on factors outside institutionalism’s features of 
“path dependence, the importance of context, and group norms” (Hira, 2000).
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2.5 Figure 2-1 Illustration of Analytical Framework 
In what way, is the institutional dimension a limiting factor to the operation of an 
effective EIA system in the Road Sector in Tanzania?
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2.6 Empirical Basis – Case Studies 
2.6.1 The Two Cases 
The empirical basis for this thesis is the EIA studies of two Cases of road rehabilitation. Throughout 
the thesis the empirical data is used as a supplement to secondary data. However, in the analysis of 
attitudes in Chapter six the empirical data is the primary material for analysis. 
 
 The first Case considers the Makuyuni – Ngorongoro Upgrading Project and the second Case is the 
EIA of the Upgrading Project of Singida – Babati – Minjingu Road (See Map on pg. ix).  
 
Case I, the EIA of the Makuyuni – Ngorongoro Road rehabilitation Project considers the impacts of 
the proposal to upgrade 77 kms of trunk road to make it passable throughout the year. Between 
2001 and 2004, the road has been upgraded from gravel level to an Asphalt Concrete Pavement 
type10 (JEC, Year Unknown (a)). The carriageway has been widened and drainage structures (bridges, 
culverts, drifts and pipe culverts) and miscellaneous facilities (signs, humps, sidewalks and toilets) 
have been constructed/installed11. 
 
The EIA of the project states that it is Lake Manyara National Park (LMNP) under Monduli district 
council in Arusha region12, which is the ecosystem most seriously effected by the improved road. It 
is the primary road to reaching the most popular national parks and game reserves in Tanzania, 
namely the Serengeti, Ngorongoro Crater, Olduvai Gorge and Lake Manyara, which are 
consequently under the area of influence13. (Roughton, 2000). 
 
However, increasing human activities – in particular farming in the marginal lowlands – are 
isolating the park, cutting off many of wildlife migration routes as well as causing siltation and 
                                                 
10 Details on the difference in use and quality between Asphalt and Bitumen can be found in Total (2002). Total is the 
leading producer of Asphalt in the European Union. Briefly, however, the difference is that Bitumen can be found in 
nature, whereas Asphalt is a manufactured product. 
11 Detailed road design and pavement and Asphalt composition is not relevant for this project, but information can be 
found in JEC (Year Unknown (a)) 
 
12 Arusha region is located in the north-eastern corner of Tanzania at latitudes between 2° and 4° and longitudes 
between 35° and 37 ° east of Greenwich. Arusha region comprises five districts; Arumeru, Arusha, Karatu, Monduli 
and Ngorongoro districs. The road passes through three of these districts, namely Monduli, Karatu and Ngorongoro and 
thus forms part of the important National trunk road system (see MAP 1). 
13 The area of influence here refers to the greater area that is not subject to direct contact with the road, but is directly or 
indirectly affected by upgrading. For example, the upgrading of the Makuyuni – Ngorongoro road will improve the link 
with the Mto wa Mbu – Engaruka road and with the Karatu – Mbulu road. These feeder roads can therefore be used to 
define the area of influence of the Makuyuni – Ngorongoro road. 
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pesticide-pollution of the lake and chronic soil erosion (TANAPA, 2002). One of the major reasons for 
the increased human activity is increased population in the area of influence (TANAPA, 2002; Gauff, 
1996; Mufugale, 2000), primarily resulting from poor planning in regards to the improved road and 
land use change in the area. 
 
An environmental impact study which was undertaken more than a decade ago, already then 
acknowledged the seriousness of the environmental condition in LMNP: 
 
“…present trends in population growth, migration and settlement, land use, involving an expansion 
of crop production, farming systems, erosion, …, loss of vegetation cover (mainly for fuelwood and 
cropping), water exploitation are unsustainable. Irrespective of the influence of the project road an 
effective resource management strategy for Lake Manyara and Lake Eyasi Basins and their 
environs is called for, as the environment is already degrading and unable to support the present 
population” (Gauff, 1996: iii). 
 
Nevertheless, without conditional enforcement of an effective resource management strategy the 
government commissioned the road project to go ahead and the consequences have, as predicted, 
been extensive. 
 
Case II, the EIA of Singida –Babati – Minjingu Road Upgrading project, considers the 
environmental impacts of upgrading 161 Kms + 60 kms of gravel road to Bitumen standard.  The 
carriageway is proposed to be widened and shoulders adopted. Drainage structures (bridges, 
culverts, drifts and pipe culverts) and miscellaneous facilities (signs, humps, sidewalks and toilets) 
will be constructed/installed.  
 
While the project road does not provide direct access to an ecologically sensitive area, like Lake 
Manyara, it is located in the same Acacia-Savannah Grasslands Ecological Zone, which is only 
moderately rich in flora and fauna due to overstocking and heavy poaching. Furthermore, there are 
several forest reserves close to the project road14. 
                                                 
14 The road passes through Manyara region, which is located south and south-east of Arusha region at latitudes between 
3° and 6° and longitudes between 35° and 38 ° east of Greenwich. It also passes though Singida Region, which is 
located at latitudes between 4° and 8° and longitudes between 33° and 35°. The road passes through Babati and Hanang 
districts in Manyara region and Singida Urban and Singida Rural in Singida region.  
EIA in the Road Sector  Chapter 3 - Methodology 
 30  
 
The EIA of the road project (Carl Bro, 2006) states that wildlife habitats are limited to some specific 
zones in or near the area of influence15.The lakes provide exceptional habitats for birds, while the 
Kwakuchinja Wildlife Corridor, through which the road passes, provides a critical link between 
Tarangire National Park and the wildlife areas to the north, including LMNP. The road thus 
traverses through the same wildlife corridor as the Makuyuni – Ngorongoro Road impacting on the 
animals that migrate between these areas (including wildebeest, zebra, elephant and giraffe). Other 
important wildlife areas in the area of influence are the Lake Manyara National Park, the Manyara 
Ranch16 and the Burunge Pilot Wildlife Management Area17. 
 
The project was not, at the time of field study, finally approved but funds had been set aside and the 
project is by both donors and implementers expected to commence in June 2008 (ADB - Roads 
Counsellor, proposed funding agency for Minjingu – Babati road (16.11.06), TANROADS Regional Manager in 
Manyara region (31.10.06)). 
 
3 Methodology 
________________________________________________________________________________ 
This chapter presents the methodological considerations taken in regard to choice of Cases, the 
methods used in field study and the appropriateness of the chosen theories, and their combined use. 
The final section of the Chapter presents considerations taken in regards to delimitations. 
 
3.1 Case Study 
 
In choosing my Cases to study there was a number of important things to consider. 
 
First of all was the question of the purpose of the Case: to describe the Case without attempting to 
generalize (intrinsic Case), to provide insight into an issue or to revise a generalisation 
(instrumental Case study) or to study a number of Cases to investigate some general phenomenon 
(collective Case study) (Stake, 2000 in Silverman, 2005). The purpose of my Case study was to 
                                                                                                                                                                  
 
15 Including Singida and Kindai Lakes, Balangida Lelu Lake, Babati Lake and Kwakuchinja Wildlife Corridor 
16 Manyara Ranch was created under the Tanzania Land Conservation Trust with the assistance of African Wildlife 
Foundation. 
17 Which has been set up by five villages within the study area, namely Vilima Vitatu, Minjingu, Mwada, Magara and 
Sangaiwe. (Carl Bro, 2006) 
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investigate some general effectiveness issues in the EIA system; I was therefore required to select a 
minimum of two Cases. According to Silverman (2005) generalisations regarding a specific 
phenomenon are not easily made on the basis of a single Case. It can, however, also be argued how 
valid generalisations based on only two Cases can be. However, I judged that the two Cases would 
provide sufficient data based on the fact that many of the persons selected for interviews work in 
the higher level of administration, and are thus responsible for handling EIAs in the Road Sector, 
throughout the country. Their attitudes and opinions would thus give an indication of attitudes 
found in the entire EIA system (in the Road Sector) and not just regarding the two Cases. 
 
The second question concerned the specific choice of Cases. It could be a random choice or a 
purposive selection. I chose the two Cases on purpose. The first Case (Makuyuni – Ngorongoro 
road) was chosen because it had been a very controversial Case and the environmental 
consideration were said to be the most severe ever taken, in any road project in Tanzania. 
Furthermore, the EIA was carried out before EIA was part of legislation, which made it interesting 
to study why there was so much environmental attention attached to the project when it was not 
required legally. The other Case was chosen based on the criteria that, for practical reason, it was 
within reasonable distance from the first Case and that the EIA had been completed after EIA 
became part of legislation.  
 
The fact that one Case was carried out before EIA became part of legislation, and that the other 
Case not yet has been finally approved, makes it difficult to conclude on the effectiveness of EIA 
after it has become part of legislation. However, it is interesting to compare a Case that was donor 
driven to one that is supposed to be government driven, in the sense that many of the effectiveness 
criteria are the same but the extent to which they are implemented may be different depending on 
who is in charge. Furthermore, many of the persons within the higher level of EIA administration 
are the same now as when Case I was implemented meaning that the values and attitudes found in 
the EIA system presumable were the same then as they are now.  
 
The fact that one EIA was completed before EIA entered legislation and the other after, combined 
with the fact that both EIAs and projects are carried out in the same ecological zone have proved to 
be interesting parameters for comparison and analysis. However, one might question the validity of 
using two Cases within the same geographical zone to generalise about the EIA practises in the 
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country. Nevertheless, seeing that most of the interviews were aimed at persons at high levels of 
administration their opinions and attitudes can be assumed to apply to EIAs in the entire country. 
Furthermore, Arusha and Manyara region are two of the regions with the most diverse nature and 
wildlife. They are also the regions receiving the most tourists annually, and sustainable 
development in the area is thus essential for the regions’ continued contribution to the national 
economy. Combined these factors serve as argument for choosing the Case Study area and two 
Cases within close proximity of each other. 
 
The advantage of applying a Case Study approach, as opposed to a purely theoretical approach is, in 
this thesis that one of the aims of the thesis is to reveal breaches in theory and practise. In order to 
reveal how things actually occur in practise it is thus necessary to analyse experience, based on 
specific Cases (for disadvantages see section 3.2.1.2).  
 
3.2 Fieldwork 
 
Based on Miles and Huberman’s, (1984, in Silverman, 2005: 110) range of options for choosing between 
different interview methods, the open-question method including semi-structured interviews was 
found appropriate. For certain parts of the research considerable prior instrumentation method is 
applied, which focuses on analysis of earlier studies in the same field with the purpose of 
comparing and excluding superfluous data. For the more explorative part almost no prior 
instrumentation was applied, which means that the interviews were very open and unstructured, 
with the intend mainly of gathering general information and getting experience and advise for the 
following interviews. Furthermore, observation, documents analysis and audio recording methods 
were also used; the first two as means of gathering background information and the latter as a 
means of remembering the essential information from explorative interviews with little or no prior 
instrumentation.  
 
3.2.1 Interviews, observation and document analysis 
Studying the EIA system in the Road Sector in Tanzania, with the purpose of examining 
institutional barriers and opportunities to an effective EIA system, required some prior theoretical 
and empirical research. Theoretical inspiration and more practical inspiration in terms of composing 
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research questions and choosing the interview respondents was found in Emmelin L. (1998)(b)) 18 , 
where professional culture (in the EIA system) is seen as an aid in understanding EIA 
implementation. Inspiration was also found in Sager T. (2001)19 , whose planning theory perspective 
on EIA provided useful contributions to formulating research questions aimed at decoding the 
attitudes towards planning practises. Together, Emmelin and Sager provided inspiration for putting 
together a number of open-ended questions aimed at different actors within the EIA system. After 
conducting the first two interviews with key-informants in the Road Sector20 I was able to select, 
limit and organise the questions, according to level of importance, relevance and ability to answer 
of the sequencing participants.  
 
Based on Emmelin’s and Sager’s different foci in analysing the values and attitudes found within 
the EIA system, as well as availability and willingness of participants, the interview respondents 
were chosen. These can be divided into five groups comprising 26 interviews all together. Each 
interview was about one hour long; some a little more and some a little less. 
 
The interview respondents (below) are placed in groups according to their professional position at 
regional, district, national or donor level. Affected citizens living in the area of influence are 
grouped according to whether they live in the area of influence of the road assessed in Case I or II. 
Although the interviewees are placed in groups it is their personal opinions that are used in the 
analysis Chapters, and reference will always be made to which respondents hold certain opinions. 
An exception is made in Chapter 6, where the interview respondents are regrouped according to 
their position as Planner, Environmental Core, Donor or Politician. The reason for the regrouping is 
that while the interviews were conducted chronologically according to the physical professional 
position (regional, district, central, donor) or according to status simply as living within close 
proximity of the road, the analysis in Chapter 6 requires consideration to the fact that EIA is a 
physical part of the road planning process and stakeholders may hold different opinions according 
to their position. This means as it is individuals that are interviewed, their opinions may vary 
according to e.g. whether they are directly involved in the road sector or whether they are member 
                                                 
18 Emmelin L. (1998): Evaluating Nordic Environmental Impact Assessment – Part 2: Professional Culture as an Aid in 
Understanding Implementation in Scandinavian Housing and Planning Research 15, 187-209. 
19 Sager T (2001): A planning theory perspective on the EIA in Hilding-Rydevik T. (ed.): EIA, large development 
projects and decision-making in the Nordic countries, Nordregio Report No. 6. 
20 With TANROADS regional manager in Arusha region and TANROADS Civil Engineer in Arusha respectively. See 
appendix 1 & 2 for more information on main findings. 
EIA in the Road Sector  Chapter 3 - Methodology 
 34  
of the environmental core. If an interviewee is member of the environmental core, he/she is not 
bound by a particular sector and may thus express different opinions to those in the planning group, 
who may be colored by a rationalist mode of thinking or those in the donor group who are mainly 
concerned with finance and accountability. Chapter 6 thus makes an attempt to group respondents 
according to how the respondents may be influenced by their position, why they speak as they do 
and why they may, or may not, speak the truth. This way of grouping respondents is theoretically 
inspired by Emmelin and although it provides for interesting results, it is also based on assumptions 
regarding attitudes, which are dealt with in Chapter 6.  
 
For the purpose of simplicity, as mentioned, the below grouping are made according to physical 
professional position (regional, district, central, donor) or according to status simply as living 
within close proximity of the road – and are organized chronologically according to sequence (date) 
of interviews.  
 
The first group is the “TANROADS regional planners”, where three persons were interviewed: 
The TANROADS Regional Manager (appendix 1) and Civil Engineer in Arusha region (appendix 2) 
and the TANROADS Regional Manager in Manyara region (appendix 3). An overview of the 
relevant roles of the interview respondents can be found in appendix 4.  
 
The purpose of the interviews with TANROADS professionals in Arusha region was first of all to 
get an overview of roads within the region that had recently undergone EIA studies, in order to 
provide material for selecting the Cases. Secondly, a rundown of the EIA process on the Makuyuni-
Ngorongoro Road and views and opinions on the objectives and effectiveness of EIA, as well as an 
impression of the value the participants applied to the environment, was in focus. Furthermore, 
these interviews were used to test the interview guide for officials at higher levels of administration 
and ask for recommendations regarding level of environmental awareness of civilians living in the 
areas of influence. This final point was a necessary and useful prerequisite for establishing 
questions for the public that corresponded to their level of knowledge. E.g. Before conduction these 
two interviews I was prepared to ask the local citizens detailed questions regarding EIA objectives 
and procedures, however, I was warned that they would probably not know what an EIA is and was 
recommended to change the nature of the questions. The advice was followed, which proved useful 
in terms of time and intelligibility. The TANROADS regional manager in Manyara region was 
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likewise a key-informant, who provided information on the EIA process of Singida-Babati-
Minjingu road, personal information on his opinion on EIA objectives and on the value of the 
environmental planning system in general. 
 
These interviews were almost two hours each and due to the explorative nature of the interviews 
they were recorded. The questionnaire I had prepared proved way too detailed and long and 
improvisation was necessary in order to get the essential information. However, the recordings 
enabled me to revisit the interviews and revise the questionnaires for the other participants. 
  
All the following interviews were shorter and mostly recorded by hand and where relevant, replies 
were cross checked with the interpreter. An interpreter was only employed to assist during 
interviews with “Affected citizens living in the area of influence”, where interviews were conducted 
in Swahili. Due to personal fluency in Swahili21 and cross-reference with a local sociology 
university graduate, employed as interpreter, there is little chance of interview flaws caused by 
language barriers. All remaining interviews were conducted in English. 
 
The second group comprises “Civil servant, expert and politician at district level”, where three 
persons were interview in Monduli town in Monduli district: the Agriculture and Livestock 
Development Officer (appendix 5); the Secretary for Network for Individuals Concerned for 
Environment (NICE) (appendix 6) and the Ex-Councilor of Mto wa Mbu (appendix 7). The purpose 
of interviewing this group is related to the fact that the government of Tanzania has decentralized 
much environmental responsibility to regional and district level, especially monitoring and 
implementation of environmental laws. Consequently it is assumed important to gather information 
on EIA objectives and environmental values at district level. Originally, I intended to interview 
persons in the roads, environmental and forestry departments at district level; however, all related 
personnel were either attending workshops in a different region of the country, or were “out of 
office” on the days I was able to visit the district headquarters. Telephone and internet 
communication to the district is very unreliable and was not recommended. The Agriculture and 
Livestock Development Officer was thus interviewed as a second choice, with the purpose of 
arriving at an understanding of district officials’ views on EIA and the environment. His occupation 
                                                 
21 In 2002 I completed a four year bachelor degree in Swahili (and Development Studies) at the School of Oriental and 
African Studies, University of London. Between 1997 and 2007 I have spent three years in Tanzania learning and 
practising the language under different circumstances. 
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in relation to EIA involved data collection for the EIA of the Case I road. He has also been involved 
in several EIA studies of agriculture related projects in Arusha and other regions (e.g. irrigation in 
Mto wa Mbu and effects of agriculture on the water quality in lake Manyara.). The secretary for 
NICE was a useful participant as he represents a group of informed environmental enthusiasts in the 
district. For five years he has attended meetings with the district council and is respected in the 
community for his knowledge on the environment and recommendations regarding protection. He 
was referred to as the environmental expert in the district and his opinions on the environment were 
said to influence on the attitudes of the civil servants and politicians at district level. The Ex-
councilor of Mto wa Mto is a publicly elected politician at town level. Mto wa Mbu is the town 
along the Makuyuni-Ngorongoro road, which has seen most impacts as a consequence of the road-
upgrade and the opinions on the environment and EIA objectives of an influential local politician is 
thus considered relevant to analysis of the institutional barriers and possibilities for effective 
operation of EIA.  
 
The interviwes were semi-structured as the aim was to gather general information regarding the EIA 
process and more specific personal opinions.  
 
The third group comprises “Affected citizens living in the area of influence”. This group can be 
divided into two: 1) persons living in area of influence of Makuyuni – Ngorongoro road and 2) 
persons living in area of  influence of the Babati – Minjingu stretch of Singida – Babati – Minjingu 
road. In the first group five persons were interviewed at regular intervals (8, 12, 25, 30 and 35 
kilometers from Makuyuni) along the road. Three men and two women were interviewed. The 
number of interviews was determined by the time available i.e. I wanted to be back in Arusha town 
before dark. Each interview was about one hour long and including the travel time to and from the 
road in question, there was only time for five interviews. However, although it might have been 
desirable with a larger number of interviews in this group the responses were uniform and it is 
unlikely that more interviews would have provided a much different picture. In the second group 
nine persons were interviewed at regular intervals (20, 26, 30, 37, 43, 45, 51 and 59 kilometers from 
Makuyuni) along the road. Six men and three women were interviewed. The reason for the larger 
number of interviews in this group is first of all that travel-time was reduced as I aimed to spend the 
night in Babati (instead of Arusha) and because the participants were less informed and the 
interviews shorter. Due to time constraints it was not possible to conduct interviews along the 
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Babati – Singida stretch, although the environmental concerns along this part of the road might have 
been more severe due the existence of the large freshwater lake: Lake Babati, and the two major 
saline lakes: Balangida Lelu and Singida. For the same reason I was hindered in conducting 
interviews between Mto wa Mbu and Ngorongoro gate. Also here environmental impacts are said to 
be significant due to the expansion of the town of Karatu. 
 
The overall purpose of interviewing citizens within the area of influence was to get an 
understanding of their perception of the value of the environment and their involvement in the EIA 
process, i.e. whether it had been a participatory process. Due to the need for very specific 
information the interviews can be characterized as based on considerable prior instrumentation. 
The interviews of the first group can be found in appendix 8, 9, 10, 11 and 12. And a summary of 
the interviews of the second group is found in appendix 13. The second group’s replies have been 
compressed to one interview sheet, seeing that most of the respondents’ environmental awareness 
and awareness regarding the upcoming road-upgrade was extremely limited and the interviews were 
thus very short and incomplete.  
 
When analyzing elements of a participatory EIA approach, one may argue that NGOs are indeed the 
groups with most influence and knowledge regarding the environment. The role of NGOs may 
indeed be stronger than that of the individual citizens in terms of securing environmental interests. 
Before planning my field research I had meetings with persons in two of the major wildlife 
organisations, namely, African Wildlife Foundation (AWF) (Hassan Sachedina, 06.03.2006) and 
Tanzania National Parks Authority (TANAPA) (with Dr. Emmanuel Gerethe, 07.03.2006). These 
were informal meetings with the purpose of understanding the Organisations’ role in regard to 
impacting on EIA results. In these meetings I discovered that it was to a large extent the Lake 
Manyara National Park Authorities, Ngorongoro Conservation Authorities, and TANAPA who 
were responsible for the delay (according to the government) in implementing the Makuyuni-
Ngorongoro Road. It was also, to a large extent, these organisations that decided on many of the 
mitigation measures stated in the EIA. It would have been interesting to interview persons in these 
wildlife organisations who had been directly involved in the EIA process. Unfortunately, many of 
these actors were not of Tanzanian nationality and were thus no longer present in the organisations. 
Furthermore, I was, under the time available, not able to localize any of the Tanzanian staff, who 
had been available during the EIA proceedings. Nevertheless, it is undeniable that these NGOs 
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played an important role in impacting on Case I and a thorough analysis of their exact role may 
have contributed with a valuable dimension to this thesis. 
 
Apart from failure in localizing relevant interview respondents, one reason for not going in depth 
with analysis of the role of NGOs, is that the Case II EIA shows little involvement of NGOs and the 
meeting with AWF and TANAPA did not reveal any interest in rehabilitation of the Singida – 
Babati – Minjingu Road. The fact that the road does not pass within close proximity of any national 
park, means that no park authorities are interested in opposing the road. Also, as long as the road 
does not have direct impact on wildlife the park authorities may judge that the improved 
infrastructure is likely to bring more visitors to the parks, which are partially fed by the rehabilitated 
road.  
 
The fourth group stands for the “Administrative and Professional Staff at National Level”. Here 
four persons were interviewed: Ministry of Infrastructure Development – Head of Environmental 
Section (appendix 14), Ministry of Infrastructure Development – former-Danida advisor in 
Environmental Section (appendix 15), National Environmental Management Council – Principle 
Environment Management Officer (appendix 16) and the TANROADS- head of environmental unit 
at national level (appendix 17). All of the participants in this group hold a relatively large amount 
of “power” in regard to the EIA process and the project proposal as a whole.  The purpose of the 
interviews was to get an understanding of the values and attitudes that actors in the higher level of 
the EIA system associate with the environment planning system and the EIA tool respectively. 
Further to this, general opinions on the effectiveness of EIA in the Road Sector at presents and 
potentials for the future were collected. These interviews were conducted on a basis of open-
questions due to the need for general as well as specific information. An overview of the relevant 
roles of the interview respondents can be found in appendix 4.  
 
The fifth and final group covers the “Funding Agencies” responsible for donating funds for the 
upgrade of the two roads respectively i.e. the Makuyuni – Ngorongoro road and the Singida – 
Babati – Minjingu road. These include the Assistant Resident Representative from the Japanese 
International Cooperation for Assistance (JICA) and the Roads Counsellor for African 
Development Bank (ADB). These two respondents are central in terms of their position of being able 
to reject or approve a project. Their opinions regarding EIA objectives and general acceptance 
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regarding environmental impacts is thus of interest. These interviews are also based on open-
questions and a summary of the interviews can be found in appendix 18 and 19 respectively.  
 
In summary, the above interviews are intended to present a broad spectrum of values and attitudes 
found within the EIA system in the Road Sector in Tanzania. These values and attitudes will be 
used in the analysis of “cognitive” or attitudes dimension of institutional barriers and opportunities 
to an effective EIA system. Furthermore, the more general information about the EIA process and 
opinions regarding flaws and possibilities comprises essential empirical data, useful throughout the 
analysis Chapters. A summary of all interviews, including project relevance, date, interview method 
and main findings can be found in appendix 20.   
 
In addition to interviews the empirical foundation for the project is supported by personal 
observations regarding the state of the environment within the areas of influence of the road, as well 
as text and documents analysis. The main documents for analysis were mainly obtained during 
thesis research at the time when I was a trainee at the Danish embassy from October 2005 till March 
2006 and during more focused fieldwork from October till November 2006. These essential 
empirical documents are presented in the table below:  
Data Sources 
Source Main documents Date 
Ministry of 
Infrastructure 
Development 
- List of contacts at national and regional level 
- EIA regulations as part of EMA 
- EIA and Management Guidelines for the Road Sector 
- EIA report and follow-up workshop minutes for Makuyuni-
Ngorogoro road 
- Regional and district 3 year road rehabilitation plans 
- The ten year Road Sector development programme (2001/02-
2010/11) 
23.02-06 and latest 
14.11-06 
 
 
 
 
 
 
DFID Tanzania by 
AGRIFOR consultants 
Tanzania Country Environment Study (draft) 14.02-06 
African Wildlife 
Foundation (AWF) 
Lots of reports on the status of the environment and wildlife in 
Arusha region 
06.03-06 
Tanzanian  National 
Parks (TANAPA) 
- General Management Plans for Tanzania’s National Parks 
- Programmatic Environmental Assessment for road 
improvements in Tanzania’s National Parks 
07.03-06 
National Bureau of 
Statistics 
- 2002 Population and Housing Census for all districts in 
Arusha 
- Socio-Economic profile for Arusha region 
20.02-06 
University of Dar es 
Salaam, Institute of 
Resource Assessment 
(IRA) 
Land use and geographical maps of Arusha region 14.03-06 
SMEC consultants, 
Tanzania 
Local Government Road Inventory and Condition Survey for all 
regions in Tanzania 
15.03-06 
Carl Bro Consultants EIA report for Singida-Babati-Minjingu 07.11-07 
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in Tanzania 
 
Most important are the EIA reports for both roads, the EIA Regulations as part of the National 
Environmental Management Act (EMA), The Tanzanian Country Environment Study, EIA and 
Management Guidelines for the Road Sector, Land Use and Geographical Maps of Arusha and 
Manyara region as well as the General Management Plans for Tanzania’s National Parks. These 
documents along with the interview findings comprise the empirical foundations for the project.  
 
3.2.1.1 Reflection on the choice of interview respondents 
It was not possible to interview all actors in the EIA administration and the choice of respondents 
was determined by two factors. First of all was the willingness of the actors at the time of field 
studies in Arusha and Manyara region and in the capital of Dar es Salaam respectively. Second, was 
the level of planning power and knowledge of the EIA concept of actors in the EIA system. 
Although, politicians can be assumed to hold the most power, it was quickly established that no 
politicians were interested in opposing infrastructure development, and thus interviews with 
politicians regarding the importance of EIA would probably not lead to “useful” answers. 
Interviews with the actual road implementers, who have a lot of responsibility in regard to securing 
EIA quality, and organisations, who are supposed to be independent of the government, with power 
to recommend decline or approval of a given project (NEMC and donors) thus seemed more 
relevant. I would have liked to interview more persons at district level, seeing that these are 
responsible for enforcing many of the environmental laws. In this respect I regret not being able to 
encounter the forest officers, the development officers and the environmental officers in Monduli 
and Babati district respectively. Interviews with these persons could have added an interesting 
dimension on the ability and willingness of local government to implement environmental laws and 
recommendations. 
 
3.2.1.2 Critique of primary data and Cases 
One of the major critiques of the primary data sources is that the overall number of interviews is 
relatively small compared to its prime significance in providing answers to working question three. 
Although I have 26 interviews 14 of these were with citizens living within the area of influence of 
the road and these interviews are barely used in the analysis Chapters. The remaining 12 interviews 
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were spread among Planners22 (4 interviews), the Environmental Core23 (3 interviews), Funding 
Agencies24 (2 interviews) and District Officials of Makuyuni – Ngorongoro Road25 (3 interviews). 
In Chapter 6 I draw conclusions on behalf of the entire group of Planners, Administrators and 
Funding Agencies, based on the limited interviews in each group. Because I was not able to 
interview the most desirable persons at district level I am more careful in drawing conclusions 
based on interviews with District Officials.  
 
However, although the number of interviews in each group is relatively small I dare to claim that I 
have interviewed the “core” within each group. By core I refer to the persons of most influence on 
the EIA process and with most knowledge regarding the EIA concept in general. The only group in 
which I was not able to interview the core is the group of District Officials, where second-choice 
persons were available regarding Case I and none were available regarding Case II. Fortunately, 
there has in the past been made several studies on the capacities of District Officials in 
implementing environmental laws and recommendation. It has thus been necessary to base my 
conclusions regarding this group mainly on secondary data. 
 
Regarding the validity of the interviews one point to consider is the possibility of Officials, 
especially at higher levels of administration, responding to interviews according to protocol and not 
answering honestly in regard to their personal opinions. However, seeing that the interviews at this 
level were of explorative nature most of the respondents were open and, at least in regard to some 
of the questions, gave unexpected answers, which were different from the implicit expectations in 
legislation.  
 
Another point of critique in regard to the interviews is that most of these were not audio recorded 
nor transcribed. In the three Cases where recording took place the unstructured nature of the 
interview and the quality of the recordings as well as the heavily accented dialogue made it difficult 
and superfluous to transcribe the interviews. In the remaining Cases the interviews were recorded in 
                                                 
22 TANROADS Managers in Arusha and Manyara region, Civil Engineer and Head of TANROADS Environmental 
Unit. 
23 NEMC and MOID- Head of Environmental Section and ex-Danida advisor in Environmental Section. 
 
24 JICA- Assistant Resident Representative, funding agency for Makuyuni – Ngorongoro road  and ADB - Roads 
Counsellor, proposed funding agency for Minjingu – Babati road. 
 
25 The Agriculture and Livestock Development Officer; the Secretary for Network for Individuals Concerned for 
Environment (NICE) and the Ex-Councilor of Mto wa Mbu. 
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short hand. According to Silverman (2005) it is not a methodological breach not to record interviews, 
whether or not one chooses to record interviews depends on what the purpose of the interview is. If 
the purpose is to analyze a conversation through searching for ‘actual detail’ of one aspect of social 
life, then recording is helpful as it is difficult to rely on memory for this kind of detail. Recording is 
also normally used when the purpose is discourse analysis (Silverman, 2005: 183). I have chosen not to 
use recording for two reasons. First of all, because most of the respondents did not approve of 
recording and if I had insisted the respondents would have been tense and thus compromised  the 
honesty of the interviews, or they may have denied the interview. Secondly, most of my interviews 
contained questions that required specific and sometimes factual answers that are easy to record 
through hand written notes. Nevertheless, I acknowledge that recorded interviews are useful; 
specifically when looking for institutional patterns of persistence in attitudes and values that may 
not have been apparent during the interviews, but may be clear when revisiting the recordings.  
 
Another problem with not having recorded the interviews is that the data may suffer in terms of 
validity as it is not possible for the scientific community to revisit the conversations. In order to 
secure some sort of validity I reviewed all the answerers with the respondents at the end of each 
interview and they all agreed to the contents. Normally, it would be a good idea to send the 
interview summary to each responded by e.g. email to ensure compliance. However, the interview 
respondents preferred to review the interview in my presence as they claimed that email was 
unreliable and that they would not have time to reply. 
 
Regarding primary reports and regulations the main point of critique is that the Tanzania Country 
Environment Study and the EIA for Case II were, at the time, only available in draft copy. 
However, the data are the most recent and must be assumed to be correct. I have, however, used the 
reports with caution and double checked the data where possible. 
 
Regarding the Cases the disadvantage of the qualitative Case-study approach is that the conditions 
related to the selected Cases may not be the same for other EIA Cases in the country. Case I is most 
probably unique in the fact that extreme environmental considerations were taken, despite the lack 
of legal requirement. Another disadvantage and hereby critique of this thesis’ Case-study approach, 
is that Case-study analysis requires exhaustible information for all areas of analysis, in order to 
arrive at justifiable conclusions. Due to the fact that Case I was implemented many years ago and 
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most of the persons involved are dispersed and some no longer in the country, I did not prioritise to 
find and interview all the most desirable persons relevant to the Case. Furthermore, due to the fact 
that Case II has not yet been implemented I was not able to interview persons involved in the steps 
following writing of the EIA report. Most severe is not being able to document experience with 
actual implementation of mitigations measures and monitoring in regard to Case II.  
 
In order to overcome these shortages in my empirical evidence I have chosen to rely, to a great 
extent, on material in the EIA reports to analyse the way in which the expectation set out in the 
reports correspond to national and international legislation, EIA aims and attitudes of EIA 
professionals.  The barriers to an effective operation of an EIA system are further to be found in the 
actual status of the environment following implementation of the road assessed in Case I and based 
on this, expectations of impacts when the road, assessed in Case II, is implemented. 
 
 Another point of critique is that EIA of Case I was conducted before EIA became part of 
legislation. Therefore Case I cannot reflect the effectiveness of the current EMA and hereunder EIA 
but it can reflect past successes and failures in implementing environmental rules and regulations, 
which can be used as an indicator for present organisations’ capacities to diffuse these. 
Furthermore, at the time, due to donor demands, it was common procedure to do EIAs in road 
projects, and the EIA procedures were much the same as they are today (see appendix 21 for details 
on the EIA procedures). 
 
The Case II project has not yet been implemented and can therefore not be used to shed light on the 
degree to which recommendations have been implemented, however, based on interviews with 
professionals in the EIA system and secondary data on EIA in Tanzania it is possible to make 
assumptions regarding the respective organisations’ capacities to diffuse the rules, regulations and 
recommendations. 
 
3.3 Applying Theory 
 
The primary methodological consideration regarding choice of theory is that the theory should 
mainly serve as a tool for structuring the empirical research and the analysis. In addition to this the 
theory must be relevant to the non-theoretical problem definition. I have therefore chosen to apply a 
EIA in the Road Sector  Chapter 3 - Methodology 
 44  
theory, which is ideal in terms of providing useful concepts. This is the role played by Scott (2001). 
These concepts thus serve as an umbrella for structuring the three analysis Chapters.  
 
Seeing that there is no universal definition on how to apply institutional theory I have chosen to 
divide the analysis into three Chapters based on the three institutional dimensions, found in neo-
institutionalism.  
 
Chapter 4 analyses the regulative dimension of institutions and does so through presentation of 
rules and regulations relevant to effective operation of EIA in the Road Sector. The Chapter also 
applies Scott’s approach of analysing the correlation between these rules and regulations and actual 
practise in implementation, based on experience with implementing EIA recommendations. The 
Chapter is thus framed by an institutional theory while the material for analysis is based on primary 
data, found chiefly in the EIA reports. 
 
Chapter 5 uses the “normative” umbrella to analyse the effective implementation of criteria for 
reaching the aims and objectives of EIA. In this Chapter theory is applied through presentation of 
international and national interpretations of what constitutes an effective EIA. The Chapter is thus 
framed by six distinct criteria for an effective EIA while the material for analysis is based on 
empirical data on records in implementing these criteria. 
 
Chapter 6 is framed by a loose interpretation of the “cognitive” dimension of institutions. This 
dimension is summed down to include the search for patterns in attitudes among EIA professionals. 
Once again Scott´s dimension serves as an umbrella for analysis but the actual analytical tool in this 
Chapter is provided by EIA theorist Lars Emmelin. The theoretical framework for analysis in the 
Chapter is thus Emmelin’s theory on the role played by professional and organisational culture, 
hereunder attitudes and values of professionals in the EIA system. The specific framework for 
analysis is based on Emmelin’s study on “Nordic Environmental Impact Assessment Professional 
Culture, as an Aid in Understanding Implementation” (Emmelin, 1998 (b)). The data for analysis is 
almost exclusively based on interviews. 
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3.3.1 Theoretical combination 
The use of Institutional terminology, theories of criteria for an effective EIA and a theory on the 
impact of professional and organisational culture provides an interesting combination; the 
combination, however, is not done without difficulties, due to the different sets of terminologies and 
lacking guidelines for application. In order to encompass this and give due attention to all 
terminologies and theories, I have divided the analysis into three separate Chapters. This allows 
handling of different sets of terminologies, and application of all terminologies and theories to the 
problem statement, without compromising their separate standpoints as interpreted for use in this 
thesis. All terminological and theoretical applications focus not only on if there are institutional 
barriers to effective operation of an EIA system in Tanzania but also on why this can be. Although 
institutional analysis does not provide a framework for being forward oriented through 
consideration of how to improve the EIA system, it does focus on the areas that need impovement 
and why, which is a good point of departure. 
 
3.4 Delimitation 
 
3.4.1 Effectiveness of EIA  
There are various opinions as to the actual effectiveness of EIAs in Westerns countries; however, 
this is not a discussion that will be taken up in this thesis. The thesis assumes that EIA operates 
according to its “ideal” in the country of origin (USA). This, I acknowledge, is not necessarily the 
Case. Nevertheless, the argument is irrelevant for the analytical discussions in this thesis seeing that 
I am assessing barriers to effective operation of EIA in Tanzania and not in other countries. 
3.4.2 EIA 
This thesis only considers EIA effectiveness and not effectiveness of the less exhaustive studies 
such as Initial Environmental Examination (IEE) or Limited Environmental Analysis (LEA). These 
are not considered relevant for this thesis, firstly because the focus is EIA effectiveness and 
secondly because it was stated by the TANROADS- head of environmental unit at national level 
(17.11.06) that it is almost exclusively full EIAs that are carried out.  
3.4.3 EIA system 
The EIA System has here been defined as a set of interacting or interdependent groups and 
individual actors involved in or influencing on the EIA process. I will, however, not consider the 
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involvement or influence of all actors. Below is a table illustrating the involvement of actors 
additional to the EIA team, as well as their role in activities at each stage in road planning. 
Tabel 3-1 (source: Tszmokawa, 1997) 
 
I will consider the involvement of the proponent (TANROADS regional planners), Government 
agencies (Administrative and Professional Staff at National Level), Key regulatory agencies 
(Funding agencies and NEMC) and some public actors (Affected citizens living in the area of 
influence). In terms of the operation and maintenance stage of road planning I consider the 
involvement of district officers (“Civil servant, expert and politician at district level”) and the 
proponent (TANROADS regional planners). 
 
Although, consideration of the influence of NGOs and other community organisations could have 
provided an interesting dimension to the thesis these are not considered, for reasons mentioned 
above (sec.3.2.1, “Affected citizens living in the area of influence”, Paragraf 3.). 
3.4.4 Theory 
 
To date there is not much theoretical material on EIA. However, planning theory is probably the 
most common framework in which to analyse aspects of EIA. Lawrence (2000), Tore Sager (2001) 
and Tim Richardson (2004) are Planning theory theorists who are prominent in applying a planning 
theory perspective on EIA. Planning theory can, simply speaking, provide a framework for 
analysing the way in which designing the EIA process in a particular way influences on the results. 
Concepts that are commonly considered in this respect include participation, value and rationality 
(instrumental or communicative) in the EIA system. In this respect the communicative turn in 
planning is very much in focus and hence the impacts of public participation.  
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I have chosen not to apply a planning theory perspective, although it may have provided insightful 
information into reasons for challenges and possibilities in the current EIA process, in regard to the 
degree to which Tanzania is applying an instrumental or communicative EIA approach. Institutional 
theory sheds light on where in the EIA system one may find challenges, which is an essential 
starting point for analysis. Planning theory, on the other hand, assumes that challenges are found in 
the design of the EIA process, which does not provide for the same, in-depth analysis as 
institutional theory does.  
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4 Part 1 – Analysis 
________________________________________________________________________________ 
This Chapter sets out to answer working question 1: 
 
 
1. What barriers and possibilities for the effective operation of the EIA system, are found within the 
implementation of rules, laws and regulations relevant to EIA in the Road Sector in Tanzania? 
 
With point of departure in Scott’s regulative pillar of institutions the first section of this Chapter 
presents the system of formal rules and organisations responsible for enforcing them, within the 
EIA system in the Road Sector in Tanzania.  
 
The second section of the Chapter focuses on the basis of order and legitimacy and mechanisms for 
securing coerciveness in regard to enforcing EIA recommendations. The reason for focusing on 
recommendations in the EIA study and not other institutionalised processes such as EIAs role in 
decision-making, is that EIAs are always (eventually) approved, regardless of EIA results (Ministry of 
Infrastructure Development – ex-Danida advisor in Environmental Section (07.02.06); National Environmental 
Management Council – Principle Environment Management Officer (15.11.06)). Therefore, if a road project, on 
the basis of i.a. an EIA, is certified to be implemented  then the EIA will have served a purpose in 
as far as the EIA procedures have impacted on the project and  recommendations in the EIA are 
implemented. In this respect implementation of EIA recommendations is considered the most 
conducive way to incorporate environmental consideration in road projects. Nevertheless, it should 
be said that EIA procedures as such play a large role in the way the projects are defined and 
designed and it is not only EIA recommendations that determine the extent to which EIA has served 
a purpose.  
 
4.1 Institutional and Organisational framework 
 
Following the interpretation of institutions in this thesis, an organisation may consist of many 
different institutions. According to Scott (2001) institutional elements of an organisation may 
comprise the 1.basis of compliance and order, 2.mechanism of diffusion, 3.type of logic, 4.cluster of 
indicators and 5.foundation for legitimacy claims. Within the regulative pillar the institutional 
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arrangements respectively translate to 1.Expedience and regulative rules, 2.Coerciveness, 
3.Instrumentality, 4.Rules, Laws and Regulations and 5.Legal sanctioning. The present section 
continues with an overview of the regulative institutional elements of the organisations most 
directly involved in environmental management in the Road Sector. I thus determine rules, laws and 
sanctions relevant to the effective implementation of EIA mitigation measures, in the two Cases. 
Next I look at the mitigation measures suggested in the EIA studies that should be implemented in 
order for the EIA to have been effective. In the discussion section I discuss the respective 
organisations’ mechanisms for securing coerciveness to the rules and the possible inefficiency of 
EIA as an instrument to secure implementation of recommended mitigation measures. Impact here 
refers to the effect of any action that affects one or more elements of the natural or social 
environment, either negatively or positively (MoW, 2004). 
 
4.1.1 Indicators: Rules, Laws and Regulations 
The government of Tanzania manages the environment in a regulative framework consisting of 
environmental legislations, policies and applied management programmes. Legislation provides the 
rules and regulations intended to guide people so that they may achieve and maintain a healthy 
environment. Policies serve the function of defining and conveying the intentions of an agency or 
organisation to deliver programmes. 
 
In Tanzania legislation constitutes both common law and statutory law in the form of principal 
legislation and subsidiary legislation. Common law refers to the binding rules and principles of law 
developed by the courts over time, as opposed to laws enacted by the Parliament. As a result of 
limitations of common law Parliament has enacted statutory laws (of which EIA is a part) to deal 
with various aspects of environmental protection (Carl Bro, 2006). 
 
There are over 50 Principal Laws which relate to environmental issues. In regard to laws guiding 
the EIA the National Environment Management Council Act (NEMCA) created (in 1983) the 
National Environment Management Council (NEMC) for the purpose of assessing and monitoring 
the quality of the Environment, as well as providing technical negotiation in the course of 
significant environmental impacts to the society and enforcing the environmental legislation. 
NEMC is thus responsible for coordinating the implementation of the Environmental Management 
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Act and monitoring enforcement of parts of the Act. As part of the EMA (2004) is the Environmental 
Impact Assessment and Audit Regulation (Vice President’s Office, 2005). 
 
Tanzanian’s environmental assessment framework is thus guided by the following two key 
National legislations: 
- The Environmental Management Act (EMA), 2004, 
- The Environmental Impact Assessment and Audit Regulations, 2005 
 
EIA is therefore, as of 2005, a significant part of environmental legislation.  
 
The Government of Tanzania’s commitment to environmental management and sustainable 
development in general is reflected in its three main environmental policy documents: the National 
Environmental Action Plan (NEAP 1994), the National Conservation Strategy for Sustainable 
Development (NCSSD, 1994), and the National Environmental Policy (NEP 1997).  
Other policies relevant to Road Projects include national policies on environment, land, transport, 
wildlife, population, forests, water and culture. (Carl Bro, 2006). 
 
Within these policies are the requirements of environmental auditing, sustainable use/conservation 
of natural resources, pollution control, land tenure and land reform, decentralisation and the 
effectiveness of implementation and enforcement of the current laws. These policies envisage that 
by integrating environmental considerations in the decision-making process it is possible to avoid 
and minimize impacts associated with project implementation that may have negative effects on the 
environment. (AGRIFOR Consults, 2006). 
 
The EMA legislation requires sector ministries to establish a Sector Environmental Section and 
appoint Environmental Coordinators. It also, among other things, describes the organisational 
responsibilities and obligations to oversee preparation and implementation of the EIA process. 
As a result of EMA requirements, the Road Sector has established an environmental section (Road 
Sector-Environmental Section, RS-ES) and produced its own EIA guidelines (Environmental 
Assessment and Management Guidelines for the Road Sector, MoW, 2005). The objectives of these guidelines 
are i.a. to create awareness on environmental issues among the various road agencies and other 
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Environmental Section at 
National level) 
stakeholders; to clarify respective roles and obligations and to clarify reporting requirements and 
ensure public participation (MoW, 2004). 
The detailed descriptions of environmental management functions and responsibilities of each 
organisation are given in Appendix 22. However, for the purpose of this thesis some key functions 
of each institution shall be dealt with in this sub-section. 
The organisational basis for Environmental Management in the National Road Sector as laid out in 
the Environmental Management Act can be illustrated as follows: 
Figure 4-1 Organisational Framework 
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Tanzanian’s key environmental assessment and monitoring agencies in the Road Sector thus include 
the following: 
Minister responsible for Environment, is responsible for giving policy guidelines necessary for 
promotion, protection and sustainable management of the environment in Tanzania. The Minister is 
i.a. responsible for approving the Environmental Impact Statements (EIS)26 and issuing and 
suspending EIA certificates, in Case of non-compliance. The Minister may also delegate 
responsibility to the Director of Environment, Sector Ministries or Local Government Authorities.  
Director of Environment (DOE), is i.a. responsible for coordination of activities undertaken by 
other agencies; promotion of integration of environmental consideration into development policies, 
plans, programmes, strategies and projects; advising the government on legislative measures to 
ensure environmental management and implementation of international environmental agreements. 
National Environmental Advisory Committee , which is comprised of members with experience 
from various fields of environmental management and whose role is to advise the Minister 
responsible for Environment on any matters related to environmental management. Its role is also to 
review the achievement by the Council (NEMC) of objectives, goals and targets set by the Council 
and advise the Minister accordingly. 
*27National Environmental Management Council (NEMC), whose objective is to undertake 
enforcement, compliance, review of EIA and monitoring of implementation of EIA 
recommendations and to facilitate public participation in environmental decision-making. NEMC is 
responsible for determining the scope of EIA and recommending EIS approval (or disapproval, or 
approval with conditions) to the Minister. 
 *Sector Ministries have the responsibility of establishing a Sector Environmental Section, which in 
the Road Sector is the Road Sector Environmental Unit (RSEU) and is under the responsibility of 
the Ministry of Infrastructure Development (MoID) 
Ministry of Infrastructure Development (MoID): Road Sector – Environmental 
Section (RS-ES), i.a. formulates policies; sets standards and specifications; defines the 
long-term strategic plans; monitors and controls application of regulations.  
****Tanzania National Roads Agency (TANROADS), who are under the jurisdictions of MoID, 
are the Road Implementing Agency (RIA) responsible for all types of road work on roads classified 
as National Trunk Roads. TANROADS also has a National Environmental Section responsible for 
                                                 
26 The Environmental Impact Statement is a document containing the results of the EIA study. 
27 * = Organisations interviewed. Number of *s indicates number of interviews per organisation. 
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collaborating with MOID-RSES at each phase of the project cycle in order to reduce negative 
environmental impacts of road projects.  
The Regional Secretariat, which is headed by the Regional Environmental Management Expert, is 
responsible for coordination of all environmental management in their respective regions. Among 
the responsibilities is to create a link between the Region and the Director of Environment and the 
NEMC and to advise local authorities in matters relating to the implementation of and enforcement 
of the Environmental Management Act. 
Local Government Authorities including the City Council, Municipal Councils, *District Councils, 
Town Councils, Townships, Kitongoji, Ward, Mtaa and Village are supposed to have an 
Environmental Management Committee whose responsibilities  i.a. include reporting violations 
against provision of the Environmental Management Act and resolution of conflicts between 
individuals, agencies, NGOs, government departments  etc. about their respective functions, duties, 
mandates, obligations or activities. The City, Municipal, District and Town Councils are headed by 
environmental management officers who are responsible for i.a. enforcement of the EMA in their 
respective areas, promotion of awareness of conservation of natural resources, collection and 
management of environmental information and monitoring the preparation, review and approval of 
EIA for local investors. They are also responsible for reporting to the Director of Environment and 
the Director General of the Council (NEMC) on the implementation of the Environmental 
Management Act. 
President’s Office Regional Administration and Local Government (PORALG), is responsible for 
all matters related to urban, district and feeder roads through Local Government Authorities. 
PORALG and the Local Government should also follow the Environmental Assessment and 
Management Guidelines (MOW, 2004) during road-project implementation and the planning phase to 
the end of the construction phase. This thesis, however, does not consider EIA effectiveness of 
urban, district or feeder roads, only of National Trunk Roads, under jurisdiction of TANROADS. 
(MOW, 2004).  
 
The following table presents the finance and implementation responsibilities of the organisations 
involved in the two Case Studies, regarding the most environmentally important aspects of the road 
projects:  
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Table 4-1 organisational responsibilities in Case I and II 
 
 EIA Study Road 
Construction 
Environmental 
monitoring pre- 
and during 
construction 
Resettlement Enforcement of 
recommendations  
and 
Environmental 
monitor post 
construction 
Financer 
Case I 
 
 
Case II 
 
World Bank 
 
 
Nordic 
Development 
Fund 
 
JICA 
 
 
ADB 
 
JICA 
 
 
ADB 
 
GoT- Ministry of 
Infrastructure 
Development28 
 
Regional 
Secretariat 
through local 
authorities29 
Implementer 
Case I 
 
 
 
 
 
 
 
 
Case II 
 
Roughton 
international 
(British) 
 
 
 
 
 
 
Carl Bro 
(Danish) 
 
TANROADS 
through Konoike 
Construction Co. 
Ltd., from Japan 
 
 
 
 
 
TANROADS 
through 
Unknown 
contractor 
 
TANROADS 
,NEMC and 
Environmental 
Management 
Expert Team 
(EMET30)  
 
 
 
TANROADS 
and NEMC  
 
GoT- 
TANROADS 
 
 
 
 
 
 
 
GoT- 
TANROADS 
 
EMET and 
Regional 
Secretariat 
through local 
authorities and 
other stakeholders 
in area of 
influence31 
 
Regional 
Secretariat 
through local 
authorities 
 
The above table illustrates road project responsibility in regard to finance and implementation of the 
EIA study; Road Construction; Environmental monitoring pre-, during and post- construction; and 
resettlement. These are Case-specific aspects not wholly covered by the above section dealing with 
the general framework as laid out in the EMA and hereunder the EIA regulations (Vice Presidents 
Office, 2005 (a)). In fact the finance aspect of EIA and road projects is not included in the The 
Environmental Impact Assessment and Audit Regulations (Vice Presidents Office, 2005 (a)) nor in the 
Environmental Assessment and Management Guidelines for the Road Sector (Ministry of Works32, 
2004). The financers are thus not “officially” recognised as decision-makers, despite the fact that 
                                                 
28 Ministry of Infrastructure Development was at the time of implementation of Case I called Ministry of Infrastructure 
and communication 
29 Local authorities include City Council, Municipality, District Council, Town Council, Township/ward, Mtaa, 
Kitongoji. 
30 Memebers of the EMET are: a) All District Councils served by this road. These are Monduli, Karatu and 
Ngorongoro; b) NEMC; c) Tanazania National Parks (TANAPA); d) Arusha – Regional Administrative Secretary; 
Ngorongoro Conservation Area Authority; e) Tanzania National Roads Agency (TANROADS), and f) Ministry of 
Works (MoW). 
31 These stakeholders include TANAPA and  Ngorongoro Conservation Authority.  
32 Now (since December 2005) called the Ministry of Infrastructure Development. 
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road projects are often not implemented as a result of donor disapproval (National Environmental 
Management Council – Principle Environment Management Officer (15.11.06)). 
It is interesting to note that in both Case I and II it is foreign agencies who finance the EIA study, 
Road Construction and Environmental Monitoring pre- and during construction. The Government 
of Tanzania merely has the financial responsibility of reimbursing persons subject to resettlement. 
 
 The Vice-President’s Office has stressed the need for decentralisation of the EIA administration, 
and the need for an increase in the local government’s level of participation and authority to deal 
with environmental issues. As a result it is primarily the respective district authorities that are 
responsible for enforcing EIA recommendations and monitoring environmental impacts post 
construction.  
 
As presented in the above, EIA has a well founded basis of legitimacy; however, this does not mean 
that EIA is an effective tool in securing sustainable development. The following section therefore 
presents the mitigation measures recommended in order for the EIAs of the two Cases to have 
served a purpose, followed by an analysis of the degree to which the EIA instrument has been/will 
be successful in securing implementation of the recommendations. In this respect I look at the 
degree to which there is correlation between the implementation responsibilities assigned individual 
organisations in the two Cases and their basis for securing coerciveness.   
 
4.2 EIA recommendations 
 
This section starts out by presenting the mitigation measures recommended for implementation in 
the two Cases respectively. These are the recommendation that should be implemented in order for 
the EIA to have served some purpose. The sequencing section of this Chapter gives an introduction 
to the two projects respectively and presents a description of the current state of the environment in 
the areas of influence of the two road projects. The current state of the environment is meant as an 
indicator as to the success in implementing recommendations. This is followed by a discussion as to 
possible reasons for the regulative successes and failures associated with implementation of these 
recommendations.  
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4.2.1 Case I: Makuyuni – Ngorongoro 
Despite the fact that Roughton International (2000) has conducted the most recent EIA on the road 
from Makuyuni to Lalago, passing through Ngorongoro, it is the Gauff study of 1996 which 
provides the recommended mitigation measures for the stretch from Makuyuni to Ngorongoro 
(Roughton, 2000: 8-1). 
These mitigation measures are presented in the Environmental Management Plan and are divided 
into seven mitigation categories. These comprise: 
Policy Proposal 
Direct Intervention 
Institutional Arrangements 
Environmental Management Capacities 
Management Control and Responsibilities 
Monitoring and Reporting 
Legal Empowerments 
(Gauff, 1996: 222-231) 
 
Policy Proposals set out in the EIA report follow the guidelines established in the National 
Environmental Action Plan (NEAP) and adhere to the National Policy on Human Population, which 
recognises the linkage between environmental quality and population.  The Policy urges efforts 
“…to enhance the protection of reserved areas from encroachment by agriculture, settlement and 
other human land use…” and implement “…a land policy to guide proper and balanced land 
utilisation…”. The particular policy that is pursued by the EIA team in designing the mitigation 
plan is thus the NEAP. The key recommended strategies proposed in the NEAP, that are also 
relevant to mitigating the key impacts of the project road include changes in and enforcement of 
policies, plans and acts in following areas: 
- Land use: a comprehensive land policy that provides security for those holding land under 
customary law, including land tenure for pastoralists; better definition of institutional roles 
between central and local government; 
- Agriculture: integrated land use plans, agro forestry and diversification of crops; 
- Water: enforcement of the Water Utilisation and Control Act; definition of institutional capacity 
and responsibility to manage water catchment areas; 
- Wildlife: comprehensive management plans for conservation areas; unified institutional 
structure for more effective management; contributions from wildlife to local development: 
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- Forestry: implementation of Tanzania Forestry Action Plan 
- Energy: economic incentives for promotion of alternative energy systems; promotion of 
conservation practices and efficiency; 
 
The Direct Interventions are recommended to be necessary management actions taken before and 
during project implementation. These include, but are not limited to, actions in the followings areas: 
- Land: e.g. clear definition of village land areas and rights and responsibilities; land office to be 
strengthened and land tenure resolve; 
- Water resources: e.g. prevention of Mto wa Mbu irrigation scheme until a Water Master Plan 
for Manyara Basin has been completed; formation of an effective water management authority 
at district level to control water management; 
- Soils and minerals: legislation and enforcement on erosion control; heavy taxation on burnt 
bricks to discourage use of fuelwood and encourage the uptake of alternative technology; 
- Vegetation: e.g. enforcement of existing legislation for better management of natural woodlands 
and forests; heavy penalties for those deliberately killing trees in order to “create” dead-wood 
(e.g. charcoal); combat the effects of demand for fuelwood by promoting the use of coal in the 
tourism industry; Impose heavy taxes on all charcoal leaving any area for another; ban the 
production of charcoal from any species that are of alternative economic value; carry out 
extensive reforestation through involvement of village authorities and school students; 
- Wildlife: e.g. Management plans to be completed and implemented for Manyara, Ngorongoro 
and Serengeti conservation areas; stricter controls on hunting and proper biological assessment 
of sustainable off-take; more enforcement of wildlife income sharing programmes; 
establishment of wildlife corridors by law that will enable wildlife to move from Tarangire and 
Lake Manyara National Parks into Mto wa Mbu Game conservation Area;  prohibition of 
settlement and cultivation in these corridors; 
- Project Construction: environmental consideration in construction of workers camps; excavation 
and quarrying. Harmonisation of the road in regard to landscape, soil stability and erosion. 
Mitigation of dust in consideration of air quality and pollution. Implementation of signs, speed 
reducing devices and cattle crossing points to improve road safety. 
 
Institutional Agreements refers to changes needed in Environmental Management Capacities; 
Management Control and Responsibilities; Monitoring and Reporting and Legal Empowerments.  
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In respect to Environmental Management Capacities the EIA report states that at the time of writing 
there was poor coordination between policy intent and actual effective practice. It thus suggests that 
an Environmental Management Unit (EMU) is established to co-ordinate, supervise and monitor 
mitigation works and actions. The Unit should be provided with administrative powers from the 
client, national, regional and local government. This is to be achieved by developing an 
Environmental Management Steering Committee of major stakeholders in the area33 . Improved 
Environmental Management Capacity also refers to lack of qualified manpower and suggests that 
the EMU should be strong on administrative management and community mobilisation, in order to 
provide co-ordination and management required to implement the steps to be made, and actions 
taken to mitigate the impacts of the project. (Gauff, 1996: 229).   In respect of the Management 
Control and Responsibilities the crux of the recommendations is to implement a strategy for the 
management of the Manyara Basin as a whole. Community action is also called for through 
associations such as Pastoral networks. Pastoralists are considered vital to the project since many of 
the environmental problems highlighted originate on traditional land. As the government is not 
viewed to have the resources to deal with the situation, community action is thus, in the view of the 
EIA study team, the only avenue that is likely to bring about change. In regard to Monitoring and 
reporting it is suggested that the EMU will work closely with the client ministry, the Regional 
development Director for the Steering Committee and the contractor/s and report to each of these 
and the donor (financer). In addition, scheduled quarterly site meetings should be held for the client 
and donor, administered by the EMU.   
 
Finally, in regard to Legal Empowerment the EMU will not require legal empowerment to 
undertake or influence any of the actions proposed. It is intended to be a management unit 
authorised by the Regional District Commissioner and operate as an effective arm of the regional 
administration. (Gauff, 1996: 221-231). 
 
4.2.2 Case II: - Singida – Babati – Minjingu Road 
The mitigative measures recommended by Carl Bro are divided into three sections. These comprise: 
Pre-construction  
Construction and; 
                                                 
33 i.a. Regional Planning Officer, representatives from Tanzania National Parks (TANAPA), Wildlife Department, 
Ngorongoro Conservation Area Authorities, Distict Commisioners, Member of Parliament and donors (Gauff, 2006: 
229) 
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Post construction 
The core of recommended measures to be taken in pre-construction relate to resettlement of persons 
living in the Right of Way (RoW), who should be fairly compensated; allocation of land; land take 
and resettlement as a result of road deviations, where impacts should be mitigated through 
compensation to the persons affected.   
 
Mitigations measures related to the construction phase are extensive and include, but are not limited 
to, mitigation of: 
- Vegetation loss through re-vegetation and limiting the clearance to a minimum: 
- Forest loss though establishment of effective land use controls and on-the-ground enforcement 
capabilities, involvement of the local communities and provision of adequate training; 
- Loss of wildlife through no direct or indirect violations in environmentally sensitive areas, 
especially wildlife corridors; 
- Damage to wetlands through limiting construction to the Right of Way; 
- Effecting water resources through applying practices that prevent: water pollution; change of 
waterbird habitat; affected downstream users and reduction of water quality in general; 
- Soil erosion through implementing a stabilisation plan; 
- Hydrology and drainage problems through adopting appropriate designs to prevent flooding and 
erosion; 
- Impacts from extracting materials through considerate placement of borrow pits and quarries as 
well as implementing security measures to prevent accidents from happening in excavated 
areas; 
- Impacts from construction and use of workers camps through considerate location away from 
forest and national and game parks as well as provision of fuel to prevent use of charcoal and 
involvement of local community leaders to resolve environmental issues; 
- Danger from construction waste through careful depositing  and removal; 
- Permanent degradation after implementation of the rehabilitated road through implementation of 
the contractors rehabilitation plan to restore degraded sites. 
 
- In the operation phase the following areas should be mitigated: 
- Forest loss through effective land use controls, on the ground enforcement by local authorities 
and involvement of the public in protection of their forest resources; 
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- Loss of wildlife though effective land use controls under responsibility of local authorities, 
implementation of speed-bumps and restoration of wildlife corridors; 
- Noise and air pollution through maintenance of infrastructure by district and village authorities;  
- Settlement and in-migration impacts through improved infrastructure to cater for increased 
population and implementation of a-forestation programmes to provide cheaper sustainable 
fuelwood, under responsibility of the district forest officer. Also is the need for proper physical 
planning by local authorities to prevent ad hoc settlement. 
- Negative effects of increased agriculture through demarcation of zones suitable for agricultural 
development by the local authorities so that water catchments are not effected. 
- Overfishing in lake Babati and Lake Victoria through imposing fishing quotas and sensitising 
fishermen by the District Fisheries Officer.  
(Carl Bro, 2006: 215 – 228) 
 
4.3 Basis of Legitimacy and mechanisms of diffusion 
 
Although EIA is legally founded, the respective organisations’ capacities to diffuse the rules, 
regulations and recommendation may not live up to legal expectations The following section 
presents a description of the current state of the environment in the areas of influence of the two 
road projects. The purpose of this information is to reveal if the above recommendations have 
indeed been implemented in Case I and what the prospects for implementation are in Case II. An 
analysis of this follows in the sequencing section. 
 
4.3.1 Case I: Makuyuni – Ngorongoro 
4.3.1.1 Introduction to the project 
In the early 1990s the Government of Tanzania (GoT) planned to upgrade the existing unpaved road 
between Makuyuni and Oldeani to a bitumen surface, and to the Ngorongoro Conservation Area 
gate to gravel surface, in order to provide improved transport conditions to the important 
agricultural, livestock production and tourist areas linked by the road. The Road is the main access 
to the tourist attractions of Lake Manyara National Park, Ngorongoro Conservation Area and 
Serengeti National Park. 
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Until finance for the project was released in 2001, three feasibility and EIA studies to address the 
potential impact of upgrading the existing Makuyuni – Ngorongoro road had been carried out: One 
by Norconsult (1995 – 1996), one by Gauff Ingenieure (1994-1996) and finally by Roughton 
International (1998 - 2000)34. The first study concluded that the project was not environmentally 
viable as it may lead to population influx, increased animal poaching and animals hit by vehicles. 
The conclusions of the following studies were more or less the same: the physical construction of 
the road would have relatively few significant, negative direct35 impacts. However, the indirect 
impacts of the road would be widespread, and many would be negative and irreversible, i.a. 
Population influx leading to accelerated deforestation, increased pressure on wildlife population, 
final degradation of wildlife corridors and deterioration of fresh water systems. It was thus 
recommended by Gauff, (1996) that construction should be conditional on simultaneous 
implementation of an extensive programme of improved natural resource management in the 
affected area. 
 
The project was for a long time rejected by the international donor community due to the potentially 
far-reaching environmental impacts on the region and the lacking supportive resource management 
schemes. However, in 2001 the project was implemented with finance from JICA. The chosen route 
for rehabilitation was the direct route from Makuyuni to the gate of Ngorongoro national park, 
passing through Monduli, Karatu and Ngorongoro districts respectively, all within Arusha region.  
The project was accepted under recommendation by the Japanese Engineering Consultants (JEC) 
and the recommendation in the Gauff study, that an environmental management team should be 
formed. This lead to the formation of the Environmental Management Expert Team (EMET)36 whose 
tasks are to monitor and provide technical advice on the road environment to minimize/reduce 
negative impacts, especially to National Parks served by this road. During construction much 
weight was placed on implementing direct mitigation measures, and the EMET has continuously, 
since construction began, held meetings to discuss impacts and provide recommendations for 
                                                 
34 The proposed road was slightly different from the previous roads as it passes from Makuyuni – Lalago  to Musoma, 
south of Lake Eyasi and is thus much longer i.e. 330km (Roughton International, 2000) 
35 The difference between direct and indirect impacts is basically that the direct impacts of the road are immediate and 
relate to the actual construction or the traffic on the road, such as construction of borrow pits or increased traffic. The 
indirect impacts refer more to the consequences of the direct impacts, such as spread of diseases due to stagnant water 
in the borrow pits or population influx due to increased mobility. 
36 Memebers of the EMET are: a) All District Councils served by this road. These are Monduli, Karatu and 
Ngorongoro; b) NEMC; c) Tanazania National Parks (TANAPA); d) Arusha – Regional Administrative Secretary; 
Ngorongoro Conservation Area Authority; e) Tanzania National Roads Agency (TANROADS), and f) Ministry of 
Works (MoW). 
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mitigation. However, recommendations regarding conditional implementation of an extensive 
programme of improved natural resource management in the affected area were not followed. 
Today Lake Manyara is under great survival pressure due to massive population influx and 
unsustainable use of the lake and surrounding areas (Ministry of Infrastructure Development – ex-Danida 
advisor in Environmental Section (07.02.06)) 
 
4.3.1.2 The state of the environment 
Lake Manyara National Park (LMNP) under Monduli district council is the ecosystem most 
seriously affected by the improved road, where the Ngorongoro Conservation Area (NCA) and 
Serengeti ecosystem lie within the area of less severe influence37.  
 
As a consequence of the increased mobility and the favourable farming conditions near the lake 
shore, population has greatly increased in the area of influence. This is demonstrated through the 
rapid expansion of the small town of Mto wa Mbu (TANAPA, 2002), which is situated at the northern 
tip of Lake Manyara. After road construction was well under way, the Environmental Management 
Expert Team (EMET, 26-29 March, 2003) notes in a meeting that the population influx is alarmingly 
high at Mto wa Mbu and of great environmental consequence. For example, the newcomers are 
building houses in animal corridors resulting in animals changing patterns of migration. In another 
meeting (EMET 14th – 16th  August 2006) the EMET mentions, in relation to a discussion on unexpected 
impacts, that the water levels in lake Manyara  are significantly reduced due to various water 
irrigation projects between Mto wa Mbu and Makuyuni and due to the increased construction of  
boreholes to cater for their water needs in Karatu. Furthermore, the increased population and 
changes in land use in the area of influence is demonstrated by a dramatic increase in conversion of 
range land to farm land, at the expense of woody vegetation cover, which is usually cut for 
fuelwood. Similarly, the increase in area covered by grasslands is due to deforestation for fuelwood 
and fire. Woody vegetation was in 1996 estimated to be disappearing at over 2 % per annum, (Gauff, 
1996) and this is presumably much higher today as a result of the higher rate of settlement in the 
area38. 
                                                 
37 The area of influence here refers to the greater area that is not subject to direct contact with the road, but is directly or 
indirectly affected by upgrading. For example, the upgrading of the Makuyuni – Ngorongoro road will improve the link 
with the Mto wa Mbu – Engaruka road and with the Karatu – Mbulu road. These feeder roads can therefore be used to 
define the area of influence of the Makuyuni – Ngorongoro road. 
38 The latest publicly accessible survey on vegetation cover in Arusha region was conducted in 1996 and I am therefore 
not able to support my presumption with hard fact. 
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4.3.2 Case II – Singida – Babati - Minjingu 
4.3.2.1 Introduction to the project 
In August 2005, Carl Bro Consultant a/s was awarded the contract for the Review of the Feasibility 
Study and the Detailed Engineering Design and Environmental and Social Impact Assessment 
(ESIA) of the upgrading of the Singida – Babati – Minjingu Road to bitumen standard. The ESIA 
was completed in July 2006. 
  
The project road is located in the central part of Tanzania, within Singida and Manyara 
Regions and traverses four districts: Singida Urban, Singida Rural, Hanang and Babati. 
 
Unlike Case I, upgrading of the the Singida – Babati – Minjingu Road has not met much resistance 
from local stakeholders nor from the international donor community.  This is despite the fact that 
the road passes close by several forest reserve, Tarangire National Park and several minor lakes and 
despite the fact that population projections indicate that by the end of the project life, the total 
population of the two project regions will more than double. At the projected growth rates, 
Hanang’s population is expected to increase by about 280%, followed by Singida Urban (120%), 
while populations in Singida Rural and Babati will increase by about 90% and 60% respectively 
(Carl Bro, 2006). Based on experience from Case I, which is located within the same Ecological zone 
of Acacia-Savannah Grasslands39, population influx can be expected to carry with it great pressures 
on the local environment.  
 
4.3.2.2 State of the environment 
While the project road does not provide direct access to an ecologically sensitive area, like Lake 
Manyara, it is located in the same Acacia-Savannah Grasslands Ecological Zone, which is only 
moderately rich in flora and fauna due to overstocking and heavy poaching. Furthermore, there are 
several forest reserves close to the project road40. (Carl Bro, 2006). 
 
Wildlife habitats are limited to the lakes41 and Kwakuchinja Wildlife Corridor. The lakes provide 
exceptional habitats for birds, while the Kwakuchinja Wildlife Corridor, through which the road 
                                                 
39 Where the the main natural vegetation types are: forest, woodland, bushland and grassland (MNRT, 1996 – SA 36 – 
16 and SB 36 – 4, 1996) 
40 Namely Hanang Catchment  in Hanang District, Nou, Bereko, Haraa and Ufiome Catchment Forest Reserves in 
Babati District, Hassama Hill Catchment Forest Reserve in Mbulu District (near Minjingu) 
41 Namely Singida and Kindai Lakes, Balangida Lelu Lake and Babati Lake. 
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passes, provides a critical link between Tarangire National Park and the wildlife areas of LMNP. 
The road thus traverses through the same wildlife corridor as the Makuyuni – Ngorongoro Road 
impacting on the animals that migrate between these areas. Other important wildlife areas in the 
area of influence are the Lake Manyara National Park, the Manyara Ranch42 and the Burunge Pilot 
Wildlife Management Area43. (Carl Bro, 2006). 
 
 
4.4 Discussion 
 
The Gauff study of 1996 cites that it is not the direct impacts of the road that will cause the long-
lasting and severe damage to the environment, these are therefore not presented as the most severe 
impacts recommended for mitigation in section 4.2.1. The Carl Bro study, on the other hand, 
suggests numerous mitigative measures to be implemented during construction to mitigate the direct 
impacts. 
 
 The Gauff study has focused more on the indirect and more severe impacts resulting primarily from 
population increase in environmentally sensitive areas. The recommended mitigation measures 
include the enforcement of i.a. the National Policies on population, water and land use. It suggests 
that these should be successfully implemented prior to the potential construction of the road. Both 
studies place a great deal of weight on the role to be played by the local authorities in sensitising the 
local communities in regard to the environment and sustainable use of resources. The Gauff study, 
recommends the formation of an environmental management team to monitor i.a. the success rate of 
legislative implementation by the local authorities, but the study also discourages the construction 
of the road before local commitment has been made to an extensive management strategy. The Carl 
Bro study, however, does not demand that the local authorities must demonstrate their capacity to 
administer the environment, prior to construction, rather they must secure enforcement of existing 
legislation during and post construction.  
 
One of the major differences in the two studies is the focus on indirect impacts in Case I and the 
focus on mitigating direct impacts in Case II. Although the Case II EIA has a large section placing 
EIA in its organisational and legislative framework it does not imply that lacking enforcement of 
                                                 
42 Manyara Ranch was created under the Tanzania Land Conservation Trust with the assistance of African Wildlife 
Foundation. 
43 Which has been set up by five villages within the study area, namely Vilima Vitatu, Minjingu,Mwada, Magara and 
Sangaiwe. (Carl Bro, 2006) 
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policies and laws is a major concern. Case I, however, proves that still to date the lack of enforced 
water, land use, forest and population Acts is a major environmental threat, which is increased 
through improved roads. In this respect one can say that the mitigation measures of Case II are more 
applicable, easier to implement and within the realm of what an EIA can contribute to sustainable 
development, whereas, Case I addresses the more severe environmental concerns of road projects 
but the recommendations are outside the realm of what the authorities in the EIA system can 
implement. These recommendations call for the cooperation of many other sectors and coordination 
of sectoral activities. Chapter 7 looks at the possibility of applying Strategic Environmental 
Assessments to cater for this challenge in EIA practise. 
 
Despite the differences in mitigative recommendations in the two studies they agree in the fact that 
the primary organisations responsible for implementing and monitoring enforcement of 
environmental and land use management are the local authorities. In Case I, however, the EMET 
also plays a central role in monitoring environmental management and providing technical advice 
on the road environment to minimize/reduce negative impacts. In both Cases NEMC and 
TANROADS also play a role in monitoring implementation of recommendations. Nevertheless, out 
of the organisations allocated responsibility the only organisations with legislative power to enforce 
environmental, land use and population regulations and policies are the local (and central) 
authorities.  
 
Based on an analysis of the EIA system in Tanzania 2002 (Booth, 2002) the current process of 
decentralisation in Tanzania has produced mixed results in terms of the degree in which power and 
responsibility for environmental management is shared at local level. It is concluded that 
decentralised institutions lack the capacity to manage the environment and to conserve natural 
resources. This is intensified by the fact that little or no resources are available to the institutions 
entrusted with the duty of managing the environment. Furthermore, the role local authorities are to 
play under the current decentralisation process for environmental management is not clearly 
stipulated and the bureaucratic processes result in the inadequate release of allocated funds. This 
leads to frequent delays in services being delivered or environmental projects being completed. In 
addition, a lack of staff and/or inadequately trained staff for dealing with environmental projects at 
the local level is a continual problem. As such, positions in local government are often not respected 
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by the public or desired by potential applicants, and this leads to a high staff turnover, a lack of 
morale, and very little commitment to deal with local environmental issues creatively (Booth, 2002).  
 
The opinion expressed during interviews among road planners at regional level (TANROADS Regional 
Manager in Arusha region (23.10.06), TANROADS Civil Engineer in Arusha region (24.10.06), TANROADS Regional 
Manager in Manyara region (31.10.06)) is that environmental management is best left to central 
authorities, for the time being, as the local authorities lack capacity and will. In this regard it was 
stated that politics at local level are complex and roads are a very sensitive issue. So if a local 
politician e.g. decides to enforce laws regarding the environment and which may be economical 
unbeneficial for the local community, his popularity will fall and thus his chances of re-election.   
 
On the contrary, opinions expressed among respondents living in the area of influence of the roads 
(Citizens of Makuyuni – Ngorongoro Road (25.10.06), Citizens of Minjingu – Babati Road (30.10.06), Agriculture and 
Livestock Development Officer– civil servant at district level (26.10.06) Secretary for Network for Individuals 
Concerned for Environment - Environmental expert in Moduli district (26.10.06),Ex-Councillor of Mto wa Mbu – 
Politician in Monduli District (26.10.06) ) and persons interviewed at national and donor level (Ministry of 
Infrastructure Development – Head of Environmental Section (14.11.06), TANROADS- head of environmental unit at 
national level (17.11.06), ADB - Roads Counsellor, proposed funding agency for Minjingu – Babati road (16.11.06)) 
indicate that they prefer that the local authorities manage the environment, seeing that they are the 
ones directly affected by the environment. However, most of these respondents disagree to the 
statement that the effects of the road on the environment should be able to stop the building of the 
road, under argumentation that the road is very important for all civilians living in the area. This 
could indicate that although local citizens and officials prefer more environmental responsibility 
when it comes to choosing between environment and development, they value infrastructural 
development more. 
 
4.5 Partial conclusion  
 
This Chapter has set out to answer working question 1: 
 
1. What barriers and possibilities for the effective operation of the EIA system, are found within the 
implementation of rules, laws and regulations relevant to EIA in the Road Sector in Tanzania? 
 
Considering the positive aspects of the regulative dimension of institutions in the EIA system, 
possibilities for its effective operation could be found in the fact that EIA is part of legislation and 
as such tools exist to enforce all regulations associated herewith. Unfortunately, the above analysis 
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has indicated that breaches exist in establishing a stable and dominating conception, adoption and 
management of EIA regulations: 
 
According to the two EIA studies and the Environmental Assessment (EIA) and Management 
Guidelines for the Road Sector (Ministry of Works, 2004: 7) it is the local authorities that should have 
the responsibility of enforcing and monitoring much of the environmental legislation as stated in the 
EMA. As stated in the Guidelines the functions of the Environmental Management Officers in City, 
Municipal, District and Town Councils are:  
“To ensure enforcement of Environmental Management Act in their respective areas” and “Report 
to the Director of Environment and the Director General of the Council (NEMC) on the 
implementation of the Environmental Management Act”. (Ministry of Works, 2004: 7). 
 
However, as proven in the analysis of the current state of the environment of the Case I road 
project, the local authorities have not been successful in controlling the impacts of the improved 
road. The reason for this could be a capacity problem as stated in Booth (2003; Gauff, 1996; AGRIFOR, 
2006), however, it could also be a problem related to attitude towards the environment as indicated 
in the interviews, i.e. that development is more important than the environment. The problem here 
may translate to a situation where formal institutionalised power to intervene exists but due to lack 
of normative and cognitive backing implementation is not effective.   
 
Also, the fact that Bio-energy is the main source of fuel for 90% of the country’s population (both 
rural and urban) and accounts for 93% of the energy consumption in the country could be an issue 
difficult to handle by the local authorities. The bulk of this energy is derived from wood fuels and 
charcoal which are sole cooking fuels for the majority of households both in rural and urban areas. 
Although there are no official statistics, it is estimated that currently more fuel wood is consumed 
than the forests are able to regenerate. (AGRIFOR, 2006). The National Forest Policy (1998) provides 
for mandates of main stakeholders in forest conservation and management. Specific mandates given 
to local governments and communities include to: 
• Manage local government forest reserves of conservation and biodiversity values; 
• Regulate policy implementation;  
• Conserve and manage village forest reserves and trees on farms; and  
• Participate in joint management of conservation areas. 
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Local authorities thus have much responsibility in managing local forest reserves, however, if local 
authorities impose too strict control on fuelwood harvesting and charcoal production (as suggested 
in the Gauff study) not only would the local authorities become highly unpopular, they would 
probably be disrespected or a national energy crises would arise.  Therefore, changes in and 
enforcement of the National Environmental Policy44 and management in the energy sector is a 
perquisite for effective results of the EIA system. However, with the current high prices of 
electricity and fossil fuels (kerosene) and the underdevelopment of alternative/renewable sources of 
energy (solar, wind, geo-power, etc), fuel wood and charcoal will probably continue to provide the 
bulk of the country’s energy needs for the foreseeable future. Furthermore, the long term prospects 
for sustained supply of firewood and charcoal may be threatened by the worsening problems of 
deforestation and desertification in many parts of the country. The problem here thus translates to 
the existence of institutionalised legitimacy of local authorities to intervene in environmental issues 
but poor ability to secure coerciveness due to lack of backing from above and below. Scott also 
mentions this problem when citing that there is a limitation in the authority of persons involved in a 
particular project, if the political structure of the concerned society does not provide a framework of 
effective enforcement. 
 
Another aspect regards decision-making, where the Minister Responsible for Environment is the 
only legislatively recognised final decision-maker. However, in regard to Case I it occurred that the 
NEMC and the Minister had approved the EIA but the donors refused to get involved, on the 
grounds that it would be environmentally too risky. In light of this it is interesting that the donors 
are not considered part of the EIA procedure, seeing that most of the procedures are based on 
external funding. According to NEMC (National Environmental Management Council – Principle Environment 
Management Officer (15.11.06)) major EIA challenges lie both in decision-making and in procedures: 
Decisions are generally donor-driven, and without donors it is not certain that NEMC would even 
be involved to monitor. This lack of recognition of donors as a legitimate organisation in the EIA 
system and thus the recognition of the Minister’s and the donors’ dual decision-making power could 
                                                 
44 The main objective of the National Environmental Policy (NEP, 1997) is to establish an efficient energy production, 
procurement, transportation, distribution, and end-use system in an environmentally sound manner. This is to be 
accomplished through: exploitation of the abundant hydro-electric resources; development and utilization of natural gas 
resources; development and utilization of coal resources; increased petroleum exploration activities; arresting wood fuel 
depletion by developing more appropriate land management practices and more efficient woodfuel use technologies; 
development and utilization of forest and agricultural residue for power and cooking energy production; minimization 
of energy price fluctuations; development of human resources for development of energy technologies; and ensuring the 
continuity and security of energy supplies.  
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be an indication of Scott’s concern in regards to the danger of dis-acknowledgement of neutral 
parties in enforcement. In this regard the state may have an interest in acting as rule maker, referee 
(through NEMC who are financed by the state and are therefore not completely neutral) and 
enforcer (though TANROADS), which may create an environmentally compromising situation 
when donors are no longer involved45. 
 
Another issue regards funds for monitoring where donors finance monitoring during construction 
but the government of Tanzania has the responsibility of monitoring post Construction. The 
National Environmental Management Council – Principle Environment Management Officer 
(15.11.06)) states that EIAs are useless unless NEMC has funds to monitor implementation of the 
Environmental Management Plan, otherwise the reports just go on the shelves and nothing is 
implemented. The problem is thus that TANROADS is responsible for financing the post-
construction monitoring by NEMC and this is rarely prioritised by TANROADS (The National 
Environmental Management Council – Principle Environment Management Officer (15.11.06)) . Once the donors 
are no longer involved in the project there is thus no longer any guarantee of monitoring by an 
(more or less) independent organisation. The problem is thus that NEMC has the institutional 
legitimacy to influence the outcome of an EIA study but not the finance to secure adherence to EIA 
recommendations.  
 
As regards legislation, it may be a barrier to effective implementation of EIA that EIA is a new 
concept in legislation, so although the same organisations have been dealing with EIAs for decades 
due to donor demands, the fact that the Minister responsible for environment is now the only 
recognised decision-maker may provide a challenge in terms of procedures and routine. 
Furthermore, a recent study on the status of the environment (AGRIFOR Consult, 2006) revealed that 
most pieces of legislation consist of generalized categories, which are not easily enforceable in 
courts of law, since they do not stipulate environmental standards, which can be used in court 
litigation or other forms of enforcement. Also the study revealed that there were neither standards 
for air quality nor standards that exist for soil quality. The Civil Engineer in Arusha Region who 
was also part of the EIA technical team in Case I supports this revelation though stating that during 
monitoring of noise and air quality levels during road construction there were no existing standards 
against which to evaluate noise and pollution level (TANROADS Civil Engineer in Arusha region 
                                                 
45 To date there is no indication that donors are withdrawing collectively from the road sector in Tanzania. 
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(24.10.06)).  The AGRIFOR study notes that even in the few instances where there is clarity as 
regards to environmental standards/guidelines; the disciplinary provisions are not preventative 
enough. A potential barrier is thus the insufficient institutionalised rules and regulations, and thus 
the impossibility of useful intervention. This problem is also mentioned by Scott, who states that a 
challenge in the regulative pillar may be that many laws are too controversial or ambiguous (or in 
this Case lacking) to provide clear prescriptions for conduct, meaning that it is inefficient to operate 
only in an authoritarian framework. In this regard Scott recommends that law is better conceived as 
an occasion for collective interpretation, relying on the normative elements for its effect (Scott, 2001).  
 
This Chapter has provided some interesting insights into the barriers and possibilities for the 
operation of an effective EIA system found within the regulatory institutional dimension of the EIA 
system. The conclusion is that if EIA is to operate based only on the existing regulative framework 
then prospects for its efficiency are low. Consequently the following Chapter analyses the 
normative dimension of the EIA system in the Road Sector in Tanzania. This is done to shed light 
on the institutionalisation (or lack of institutionalisation) of norms associated with the criteria for 
reaching EIA objectives within the legislative system (in EIA regulation) and how these criteria are 
implemented in practice. This dual analysis is meant to shed light on the potential collective 
interpretation of EIA objectives and thus the possibility of relying on the normative elements of the 
EIA system for its effect.  
    
4.5.1 Summary 
Table 4-2 Summary of effectiveness of regulative framework in implementing EIA recommendations 
Institutional 
elements 
Possibilities for effective operation 
of EIA 
Barriers for effective operation of 
EIA 
Legally sanctioned 
rules, laws and 
regulations 
The EMA, EIA and Audit Regulations, 
NEAP, NCSSD and NEP are legally 
binding  
- Insufficient institutionalised rules and 
regulations, and thus the impossibility of 
useful intervention. 
- EIA regulations are relatively new and 
practises may thus not yet be based on a 
stable system of routine. 
- Legislative mitigation measures in sectors 
outside the Road Sector are outside the 
realm of what EIA can enforce. 
 
Mechanisms for 
securing 
coerciveness  
EIA institutions operate through the 
capacity of authority to:  
- Constrain behaviour 
- Act in order to enforce rules, laws 
and sanctions 
- Decentralisation of environmental 
responsibility has produced mixed results: 
- Poor ability of local authorities to secure 
coerciveness due to:  
- lack of backing from above and below 
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- Effective creation and operation of 
the EMET 
i.e form the public and politicians; 
- lack of ability to e.g. change energy 
policy and practise 
- lack of capacity in terms of resources, 
manpower and education; 
- lack of respect from the public due to 
inadequately trained staff; 
- the role of the local authorities is not 
clearly stipulated in legislation and 
guidelines; 
- the low status of dealing with 
environmental issues; 
- bureaucratic processes result in the 
inadequate release of allocated funds  
- little commitment to deal with local 
environmental issues  
- The state is a non-neutral party and is yet 
the only recognised decision-maker 
- The state may have political interests in 
certifying EIAs to enhance 
development at a national level; 
- NEMC is not an entirely neutral party; 
- TANROADS do not have funds to secure 
monitoring post construction; 
- The EMET does not have legislative 
authority nor authority to constrain 
behaviour; 
- The political structure of the concerned 
society does not provide a framework of 
effective enforcement 
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5 Part II – Analysis 
________________________________________________________________________________ 
 
 
This Chapter sets out to answer working question 2: 
 
2. What barriers and possibilities for the effective operation of the EIA system are found within the 
implementation of criteria for reaching set EIA goals in the Road Sector in Tanzania? 
Following from the analytical framework set out in Chapter 3, this Chapter analyses the normative 
barriers to an effective EIA. The Chapter evaluates the extent to which Tanzania applies the same 
criteria for an effective EIA in the national EIA legislation (Vice President’s Office, 2005) and the Road 
Sector EIA guidelines (Ministry of Works, 2004), as agreed upon by major international organisations 
and declarations; the extent to which these criteria are modified and the degree to which the criteria 
are implemented in the two Case studies. The analysis is structured so that each section starts by 
presenting the EIA objectives as stated in legislation and guidelines followed by an evaluation of 
how these values are implemented in practise. Once again the dual aim of the analysis is to identify 
potential breaches in theory (legislation and guidelines) and practise (implementation), in order to 
evaluate in what way the criteria for reaching EIA objectives are realistic or in what way the criteria 
may indeed be a cause for failure.  If there is poor agreement between theory and practise of criteria 
for reaching EIA goals, this may indicate that the EIA system is suffering from a breach in 
institutionalisation of “norms” for reaching EIA goals.   
5.1 EIA: “Ideal” type, in National legislation and in implementation 
5.1.1 The Basis for the Decision Criterion 
The Basis for the Decision Criterion is an effectiveness criterion, which focuses on completion and 
consideration of EIA before the decision is made. This means that all consequences and alternative 
options must be known to the decision-maker at the time of decision-making, and not only 
afterwards. 
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5.1.1.1 Legislation and guidelines 
In the Environmental Impact Assessment and Audit Regulations (Vice President’s Office, 2005: part 
IV,12) this criterion is included as the first and fourth objectives of any environmental assessment: 
 “The objective of any environmental impact assessment shall be to – (a) establish before a decision 
is taken by any person, authority, corporate body including the Government and local government 
authorities intending to undertake or authorise the undertaking of any activity impacts that may 
likely or to a significant extent affect the environment or have environmental effects on those 
activities…;-(d) to ensure that environmental considerations are explicitly addressed and 
incorporated into the development decision making process ”.  
In the Environmental Assessment (EIA) and Management Guidelines for the Road Sector (Ministry of 
Works, 2004: 3) the criterion is formulate in a more practical manner requesting that “Ideally, the EIA 
and project development process should be conducted in tandem. The EIA document should be 
completed by the end of the feasibility stage of the engineering work and the implementation of the 
Environmental Management Plan (EMP) should be linked to the design, contract preparation and 
tendering, construction, and operational phases.”  The project cycle and EIAs ideal position can be 
illustrated as follows: 
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Tabel 5-1 Synchronisation of the EIA and project development processes46 
 
Taken from Management Guidelines for the Road Sector (Ministry of Works, 2004: Appendix 1.1a). Further detail on 
the Environmental Management at each Project Phase can be found in appendix 23. 
EIA should thus be conducted at the beginning of the project cycle, before the design study so that 
mitigation measures can be incorporated in the road design. It also means that EIA should be 
conducted before the decision regarding project implementation is made. Normally this decision 
should be made on the basis of the EIS, the economic and social study and the detailed design 
(engineering) study (TANROADS Regional Manager in Arusha region: 23.10.06). A preliminary decision is 
made on the basis of these documents but the final decision should be made only after the 
mitigation measures have been incorporated in the project design. 
                                                 
46 This diagram illustrates that project development is not really cyclical, but rather has a well-defined beginning and 
end. New projects enter the process at the concept stage and leave after effects and monitoring have been completed. 
Preliminary decision 
Final decision 
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According to the Environmental Impact Assessment and Audit Regulations (Vice President’s Office, 
2005: part VII,32) the Minister responsible for environment shall take into account the following 
criteria for the decision when evaluating the EIS:  
a) the validity of the EIS with emphasis on the environmental, economic, social and cultural 
impacts of the project; 
b) the comments made by relevant Ministry, institution and other interested parties; 
c) the report of the person presiding a public hearing, where applicable; 
d) other factors which the Council (NEMC) may consider relevant in the implementation of the 
project; and 
e) advice of the Director of Environment in such application.  
5.1.1.2 Implementation 
Case I – Makuyuni – Ngorongoro 
Until finance for the project was released in 2001, three feasibility and EIA studies to address the 
potential impact of upgrading the existing Makuyuni – Ngorongoro road had been carried out. 
All of the three EIA studies were considered in the decision-making. However, it was not the 
government of Tanzania who rejected the study on the basis of severe environmental impacts, but 
the donor community. The decision-maker in approving this project and requesting subsequent 
studies was the Government of Japan, and, based on the EIA studies all consequences and 
alternative options were known to the decision-maker at the time of decision-making.  
During construction much weight was placed on implementing the direct mitigation measures, 
which were included in the Environmental Management Plan (EMP). However, recommendations 
regarding conditional implementation of an extensive programme of improved natural management 
in the affected area or a REIA were not followed.  
 
Case II - Singida – Babati – Minjingu Road 
 
The Feasibility Study Review Report was completed in March 2006 and the ESIA was completed in 
July 2006.  
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According to the roads counsellor in the funding agency African Development Bank (ADB), funds 
have been set aside for the project but the final decision is based on the findings of the ESIA report 
as well as the Environmental and Social Management Plan, which are forwarded to the board for 
review and decision-making (ADB - Roads Counsellor, proposed funding agency for Minjingu – Babati road 
(16.11.06)).  However, according to the Head of environmental unit in TANROADS the truth in the 
Road Sector is that once the study on feasibility and design is made, the decision is already made. 
The EIA is made to find mitigation measures and will not decide whether the road will be build or 
not (TANROADS- head of environmental unit at national level (17.11.06)).  
 
According to the Principle Environment Management Officer in the NEMC the role of EIA is to 
prevent construction from going ahead before the EIA is submitted. He also mentions that donors 
will not raise funds for the project if the EIS is not initially approved by the Minister (National 
Environmental Management Council – Principle Environment Management Officer (15.11.06)).  
 
The Head of environmental section in MoID, however, states that ADB may have agreed to fund 
the project already, on the basis of the screening study, which did not identify any major 
environmental impacts associated with the project (Ministry of Infrastructure Development – Head of 
Environmental Section (14.11.06)).  This may be plausible based on the different requirements by 
legislation and donors respectively.  
 
In this respect the ADB would not demand or wait for a full EIA because as stated by the Roads 
Counsellor of ADB whether or not there is a need for a full EIA depends on the category in which 
ADB places the project. There are three categories 1) need for serious mitigation measures 2) Some 
concerns 3) No environmental concerns. If the ADB board of directors deem it a category one 
project, only then is a full EIA required (ADB - Roads Counsellor, proposed funding agency for Minjingu – 
Babati road (16.11.06)), if the screening report shows no major impacts then they will not demand more 
than the screening and feasibility report. ADB, however, cannot release the funds seeing that EIA is 
now part of legislation and the national requirements for a full EIA are thus decisive for the project-
outcome.   
 
According to the EMA, full EIAs are required mainly for new road construction. However, as stated 
by the Head of environmental unit in TANROADS in practice when rehabilitating existing tarmac 
roads the NEMC or donors will demand full EIAs. EIAs are thus normally undertaken whether the 
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road is being constructed47, upgraded48 through rehabilitation or just maintained49. One example is 
the Segera-Chalinze-Tanga road, which will undergo maintenance work, however, the Danish 
International Development Agency (Danida) require a full EIA although it is not a new 
construction. Therefore, in reality screening is unnecessary because EIAs are always required 
(TANROADS- head of environmental unit at national level (17.11.06)). 
 
5.1.2 Discussion 
 
The Basis for the Decision Criterion is an important value attributed to EIA in the “ideal” EIA regi. 
as well as in Tanzanian legislation and guidelines. However, Case I proves that although EIA may 
be completed in time to be incorporated in decision-making, it is not a guarantee that the results of 
the EIA will be respected by the government, nor mitigation measures implemented (as 
demonstrated in Chapter 4). In Case one, before EIA became part of legislation, the government of 
Tanzania would commission EIA studies for the purpose of “shopping around” among donors, to 
find a donor willing to finance the project. To a larger extent than organisations within the national 
EIA system, the donor organisations tend to enforce the basis for decision criterion in the sense that 
they use the EIA as an instrument to decide on the permissibility of the project. However, the fact 
that the Japanese government agreed to financing the project shows that not all donors apply EIAs 
and their recommendations the same value.  
 
Case two shows that within the administrative EIA system in the Road Sector in Tanzania there are 
conflicting ideas as to the position of EIA in relation to decision-making. Some respondents cited 
the function of EIA as stated in legislation, while others were more focused on how it works in 
practise. The Head of TANROADS environmental division is a practitioner who deals with EIA 
procedures on a daily basis and his opinion regarding EIA’s low status in decision-making indicates 
that The Basis for Decision Criterion is poorly implemented, despite its central role in legislation 
and guidelines.  
 
                                                 
47 New construction projects involve building a road section on a new alignment. Major land acquisition is thus needed. 
Examples include: New roads; bypasses and realignment (changing the route). (Ministry of Works, 2005). 
 
48 Upgrading of a road involves changing the road category (e.g. from seasonal to all-weather road or from gravel to 
paved road). (Ministry of Works, 2005). 
49 Maintenance work consists of routine or periodic work to maintain the road in good working condition. This work is 
done on the existing road reserve. (Ministry of Works, 2005). 
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Another conflict in values, as cited in legislation and their status in implementation is the conflict 
between when to use a full EIA and when to rely on screening. According to legislation full EIAs 
should mainly be applied to new road constructions, however, in reality full EIAs are made for all 
projects on trunk roads. The reason for this conflict seems to be the dual decision-making power of 
government and donors; where either the government or donors require full EIAs. According to 
legislation full EIAs should only be conducted in regard to new construction projects, however, 
some donors may require full EIAs for maintenance projects, whereas other donors e.g. ADB only 
require full EIAs where the screening report indicates a need for serious mitigation measures. This 
conflict in requirements by legislation and donors and between donors themselves may be a course 
for poor institutionalisation of the Basis for Decision Criterion.  
 
If effectiveness of EIA is to be enhanced on the basis of implementing the basis for decision-
making criterion (as assumed in legislation and the ideal EIA), it may be recommendable to 
mainstream requirements set forth by donors and legislation alike. Donors do not feature as 
decision-makers in the EIA legislation or in the guidelines, however, donors finance all major 
works on trunk roads in Tanzania. The acknowledgement of donor’s central position in decision-
making may decrease the level of confusion regarding EIAs value in regard to influencing on 
decisions.  
5.1.3 The Result Criterion 
The result criterion focuses on the necessity for a reason regarding the action. The criterion 
underlines that without a reason or meaning with the activity, there is no basis for identifying 
alternatives and also no reason for carrying out the project.  
5.1.3.1 Legislation and Guidelines 
In the Environmental Impact Assessment and Audit Regulations (Vice President’s Office, 2005: part V,18) 
this criterion is implicitly included as part of “contents of environmental impact statement”, 
incorporating: 
- The project and the activities that it is likely to generate; 
- The objectives of the project; 
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In the Environmental Assessment (EIA) and Management Guidelines for the Road Sector (Ministry of 
Works, 2004: 24) the result criterion is included as a requirement in the EIA report, where justification 
for the project is called for. The EIS requirements as set out in legislation are in the guidelines 
interpreted to include following criteria for project justification:  
- Impacts of the proposed project on the traffic on the adjacent road network and the 
development of the region 
- Objectives related to the project; 
5.1.3.2 Implementation 
Case I – Makuyuni – Ngorongoro 
In the Roughton EIA study the objective of the project is stated as follows: “The road is intended to 
form part of Tanzania’s strategic trunk road network…an East to West road Link…from Makuyuni 
to Musoma in the shortest route between the economic potential regions of Mara, Mwanza, Kagera 
in the West and of Arusha, Kilimanjaro and Tanga regions in the east. The link will also open the 
East-West Corridor, easing transport of passengers and cargo freight between Tanzania and her 
land locked regional neighbours of Uganda, Rwanda and Burundi and Democratic Republic of 
Congo through the Lake Victoria ports of Mwanza and Musoma and the Tanga port of Indian 
Ocean” (Roughton International  & Dataconsult , 2000: 3.-3) 
The road is thus a strategic highway with two main objectives: 1) to promote economic 
development by linking important economic regions within Tanzania, 2)To serve international 
transit crossing Lake Victoria to and from the Indian Ocean port of Tanga. 
The positive effects of the study all relate to the socio-economic environment. The direct positive 
impacts centre on employment opportunities in construction and maintenance and the direct impact 
of improved access. The indirect positive impacts relate to the radically improved access to the 
region through which it passes, resulting in economic development. However, roads seldom 
alleviate poverty or other forms of social inequity without extensive accompanying support 
programmes and services. The study thus states that in the absence of these complementary 
investments, roads may fail to achieve their development objective, and may cause disruption of 
local communities and irreversible damage to woodland and other natural resources. 
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According to the persons interviewed at district level some positive socio-economic impacts have 
been achieved. According to the Agriculture and Livestock Development Officer in Monduli 
district the road has made life easier for the people living by the road as they have gained in terms 
of mobility, economics, travel time and general comfort (Agriculture and Livestock Development Officer– 
civil servant at district level (26.10.06). According to the Secretary for Network for Individuals Concerned 
for Environment in Moduli district the road has greatly improved the life of the people living by it 
because it makes it much easier for them to transport goods, it is time-saving and there are less 
accidents on the road (Secretary for Network for Individuals Concerned for Environment - Environmental expert in 
Moduli district (26.10.06)). Also the Ex-councillor of Monduli district is of the opinion that the road has 
resulted in more business activities, more community facilities and general socio-economic 
development along the road (Ex-Councillor of Mto wa Mbu – Politician in Monduli District (26.10.06). 
 
Interviews with citizens living within the area of influence of the road also state the positive 
impacts, underscoring the importance of the more comfortable and reliable transportation, less dust 
from the road, infrastructure development, improved food availability and business opportunities. 
(Interviews with Citizens of Makuyuni – Ngorongoro Road (25.10.06)).  
 
 
Case II - Singida – Babati – Minjingu Road 
 
The EIA report states that upgrading of Singida-Babati-Minjingu Road is essential for the 
development of the economy of Babati, Hanang, Singida Rural and Singida Urban Districts. The 
road project will improve access to social and health services not only for the population located 
immediately along the road, but also for those within the larger area of influence of the project road. 
Moreover, the upgrading of the road will also benefit regional centres like Dodoma, Arusha and 
Mwanza. The road project will strongly contribute to alleviate poverty in Singida and Manyara 
Regions, provided the negative impacts identified are adequately mitigated (Carl Bro, 2006). 
 
As part of the EIA report, field visit were conducted and public consultations were held with 
municipal, district and village authorities in the project districts.  
The benefits associated with upgrading the project road were cited as being: 
- More transport options, leading to cheaper and more reliable transport; 
- Better communication with other areas; 
EIA in the Road Sector  Chapter 5 - Part II - Analysis 
 81
- Better access to markets (for both crops and livestock), agricultural inputs, agricultural 
extension services, leading to greater agricultural productivity; 
-  Improved access to social services (particularly health facilities); 
-  A resultant improvement in trade and commercial activities; 
- Employment opportunities on the road. 
 
(During my own field visits the majority of the civilians interviewed cited only eased transportation 
as a benefit of the road. (Interviews with Citizens of Minjingu – Babati Road (30.10.06)) 
 
Based on the apparent socio-economic benefits experienced by citizens interviewed in regard to 
Case I, it may be safe to assume that the predicted positive impacts set out in the EIA report are 
realistic and will occur in regard to Case II. 
 
5.1.4 Discussion 
 
The result criterion is a value attributed EIA in the “ideal” EIA category as well as in Tanzanian 
EIA legislation and guidelines. The criterion focuses on highlighting the positive aspects of the 
project, against which to weigh potential negative impacts. In both Cases the result criterion is 
attended to in the EIA report, thus securing a correlation between legislation and enforcement.  
Most of the citizens and district Officials interviewed during my own field studies were able to 
identify some positive impacts of the road, while not all were able to identify negative impacts. The 
positive results identified by citizens and officials were similar to those stated in the EIA report, 
meaning that all respondents attributed the road the same values as identified in the EIA report. EIA 
can thus be cited as an effective instrument in mirroring positive attributes of road projects, 
indicating successful institutionalisation of the result criterion as a tool for reaching one of several 
EIA purposes (in EIA legislation).  
5.1.5 The Alternative Criterion  
The Alternative Criterion focuses on ensuring that all options, including the no-action alternative, is 
included in the EIS document. In NEPA this section is stated as comprising the heart of the 
environmental impact statement (CEQ regulation, Sec. 1502.14, 1978).  
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5.1.5.1 Legislation and Guidelines 
In the Environmental Impact Assessment and Audit Regulations (Vice President’s Office, 2005) this 
criterion is found under the part dealing with Environmental Impact Statement requirements. The 
regulations require a description of the project location and reasons for rejecting alternative 
locations; alternative technologies and processes available and reasons for preferring the chosen 
technology and processes; analysis of project site, design and technologies and reasons for 
preferring the proposed site, design and technologies. There is no mention of the “no-action” 
alternative (Ibid: Part V, 18. –(1)).   
The Environmental Assessment (EIA) and Management Guidelines for the Road Sector (Ministry of 
Works, 2004: 24), also requires identification of reasonable alternatives to respond to the project 
objectives, including alternatives that appear most favourable for protecting the environment. These 
alternatives can focus on specific elements: a road design, new alignment for the project road or 
sections of the project. The alternatives exercise must be a comparative analysis, including two or 
more alternatives. If there only appears to be one alternative, the study must explain the reasons for 
choosing this alternative and indicate why the other alternatives have not been retained for further 
comparison. The “no project” alternative should, according to the guidelines, be included as a 
minimum point of comparative analysis. 
5.1.5.2 Implementation 
Case I – Makuyuni – Ngorongoro 
The decision to go ahead with the project and implement mitigation measures was based on the 
Roughton  EIA study (2000) (Interview: JICA, 2006). This study considered the route south of Lake 
Eyasi from Makuyuni – Lalago –Musoma. Part of the link, however, i.e. from Makuyuni to Karatu 
constitutes the major section of the Makuyuni – Ngorongoro road, which is why a new EIA for the 
project was not conducted. The Roughton study of 2000 is thus the actual EIA for the project, 
although the study makes many references to the Gauff study of 1996, in particular in regards to the 
Environmental Management Plan. In regards to alternatives to implementing the Makuyuni – 
Lalago –Musoma road project the following were suggested (Roughton International, 2000; E 7): 
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1. Abandon the proposal, as well as all other options for an east-west trunk road in Tanzania 
north of the existing highway (Singida – Nzega) 
2. Consider the alternative of upgrading the existing trunk road from Minjingu to Babati to 
Singida in order to provide paved access from east-west to Arusha 
3. Improve existing road access within the study area by upgrading and improving the 
maintenance of exsiting district and feeder roads, and by constructing bridges and drifts in 
key locations. 
4. Ensure that environmental safeguards are built into the Makuyuni – Oldeani – Ngorongoro 
Access Road Upgrading Project, as recommended by Gauff EIA in 1996. 
 
On the basis of recommendations in the EIA option 4 was deemed feasible by JICA. 
Alternative design, construction technologies and investments are also included in the report 
(Roughton International, 2000: 7-7 to 7-8). 
 
Case II - Singida – Babati – Minjingu Road 
No viable alternatives have been determined for this project. However, the link was recommended 
as an alternative to the Makuyuni – Ngorongoro Project in the Roughton Study (see alternative two 
above). The reason that there are no viable alternatives determined for this project is, according to 
the EIA study, that the project only includes minor realignments mainly within the existing road 
reserve (Carl Bro, 2006: 134). However, according to the part of the study dealing with project 
components, the following physical components will be implemented: 
- Minor realignment of the centreline to improve grades, curvature and sight lines, generally 
within the existing ROW; 
- Widening of the carriageway to 9.50 m with over-widening on bends, build-up areas and 
urban sections; 
- Construction of new road where none exists at present, or where length can be reduced by 
creating short-cuts, or to bypass existing settlements; 
- Construction of new bridges, culverts, drifts and repair or replacement of existing bridges, 
drifts and culverts. 
- Other structures such as lined and unlined side drainage channels, culvert intakes, outfall 
protection, gully control measures minor, river training works, and possibly short lengths of 
retaining wall. 
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- Existing gravel surfaces will be replaced by a bitumen pavement. (Carl Bro, 2006: 103) 
 
Especially component three insinuates that major construction will be carried out outside the old 
road reserve. Furthermore, considering the fact that a full EIA has been requested insinuates that the 
project may have potential high impact on the environment. The fact that no alternatives are 
included thus appears as a breach in adhering to legislation and guidelines. 
 
5.1.6 Discussion 
In the “ideal” type EIA category the identification and analysis of different project alternatives is 
said to constitute the “heart of EIA”. Inclusion of alternatives is thus valued as an element to assure 
effective EIA practice. The alternative criterion also appears as an important element in both EIA 
legislation and guidelines in Tanzania. The EIA studies for Case I all include a thorough section on 
alternatives, despite the fact that EIA, at the time, was not part of legislation.  However, the EIA 
study of Case II does not implement the “alternative” requirement to the extent required in the 
legislation.  
 
The failed implementation of the alternative criterion in Case II indicates that this criterion is not 
valued by practitioners and decision-makers within the EIA system, despite the fact that it appears 
in legislation. The fact that alternatives are considered to great detail in Case I indicates that the 
donors, for whom the EIA was intended, placed more value on this criterion. Overall it may be 
suggested that institutionalisation of the alternative criterion as a tool in reaching EIA goals is 
weak. 
5.1.7 The Environmental Impact Criterion 
The Environmental Impact Criterion focuses on the importance of a holistic analysis of the 
environmental impact. This means that all sectors must consider environmental impacts and all 
ecological and other factors must be included in the assessment report. 
5.1.7.1 Legislation and guidelines 
In the Environmental Impact Assessment and Audit Regulations (Vice President’s Office, 2005: Part V 
18.-(2)) this criterion is required as part of EIS contents, which requires the document to contain an 
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“assessment of impacts…” “…impacts management …measures””…environmental and social 
management plan…”. 
The more practical interpretation of these requirements is found in The Environmental Assessment 
(EIA) and Management Guidelines for the Road Sector (Ministry of Works, 2004: 24), where a list of 
most commonly identified impacts is included.  In terms of securing a holistic analysis of the 
environmental impacts, the Guidelines set out requirements for review during the detailed EIA. 
These include review of many specific components of the biological, physical and social 
environment. (Ministry of Works, 2004: 31). 
Criteria for identifying and assessing impacts include:  that the element should be recognised by 
law, policy, regulation; it must pose a risk to health and security of the population; duration of the 
impact (temporal aspect and reversibility); indirect effect on other components (i.e., link between 
the affected component and other components); probability of the impact; durability of the 
component and the ecosystems; and the value of the component to the population.  
This final element (value of the component to the population) has a central role in the EIA 
guidelines, which emphasises the importance of identifying and assessing impacts based on the 
“intrinsic value of the affected ecosystem component(s) (i.e. sensitivity, uniqueness, rareness, and 
reversibility) and also on the social, cultural, economic, and aesthetic values attributed to the 
component (s) by the population”. Thus the more the population values a component in an 
ecosystem, the more likely it is the impact on this component will be considered important. (Ministry 
of Works, 2004: 30).  This recognition opens up for a broader discussion on the ability of the local 
community versus the central authorities in taking responsibility of the environment. One of these 
discussions concerns the Community Based Natural Resource Management (CBNRM) approach, 
which assumes that local communities are the best in terms of managing the environment. It is not 
my intention to go into great discussion regarding this environmental management approach, as it is 
outside the realm of this thesis. Nevertheless, and at the expense of creating a detour in the flow of 
this section, the issue deserves some consideration seeing that it touches upon the central discussion 
regarding decentralisation of environmental management in Tanzania. It also touches upon the 
discussion of environmental management based on the presumption that environmental norms are 
institutionalised in local communities.  
Community-based natural resource management (CBNRM) is, in various forms, an established 
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policy goal of rural development, especially in Africa. It is also a simple and attractive one - that 
communities, “...defined by their tight spatial boundaries of jurisdiction and responsibilities, by 
their distinct and integrated social structure and common interests…”50 can manage their natural 
resources in an efficient, equitable, and sustainable way. The natural resources in question are 
usually, though not exclusively, common pool resources. These include forests, woodlands, 
grasslands for livestock grazing, farm land for clearing, wildlife for game meat and safari incomes; 
and fish in fresh water lakes (Blaikie, 2006: 1942). 
 
CBNRM has since the 1980s remained a touchstone for much of rural development and sustainable 
natural resource management and has been promoted by most major donor agencies since the early 
1990s. Yet, some scholars argue that, it has largely failed to deliver the expected and theoretically 
predicted benefits to local communities. CBNRM has become and remains popular to donors, but 
often unpopular with target communities themselves. Some of the challenges for success of the 
community management approach are by CBNRM critiques said to be the lack of institutionalised 
interests of different actors, both within political elites and in civil society, which will shape the 
strategy of acceptance followed by active implementation and compliance. The second area of 
challenge is the interface between the CBNRM program and the local communities. Here the 
bureaucratic necessity for ‘‘blueprints’’and replicability, denies the complexity, diversity and 
internal differentiation of local communities. (Blaikie, 2006). 
 
In Tanzania the Local Government Reform Programme being carried out through the Vice-
President’s Office stresses the need to devolve the framework for environmental management, 
meaning that Local government’s level of participation and authority to deal with environmental 
issues needs to be increased. This can only be achieved by devolving the powers from central 
government to local government. However, as indicated in this thesis and by other literature on EIA 
in Tanzania, the current process of decentralisation in Tanzania has produced mixed results in terms 
of the degree in which power and responsibility for environmental management is shared at local 
level (Booth, 2002).  Further examples of challenges in applying a successful decentralised 
environmental management approach are discussed in the following sections and in Chapter 6.   
                                                 
50 See Agrawal & Gibson, 2001, pp. 1–31 for discussions on the concept of ”communities”. 
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5.1.7.2 Implementation 
Case I – Makuyuni – Ngorongoro 
The Gauff study from which impacts and mitigation measures are consulted, in regard to 
implementation of the construction, has a very detailed section adhering to the environmental 
impact criterion. I will, however, not list these mitigation measures here as they are dealt with 
extensively in Chapter 4 sec. 4.2.1. Therefore the focus here is on the value of the mitigative 
components to the affected citizens. 
 
Regarding the value that the citizens living within the area of influence attribute to the environment, 
the Gauff study does not include this dimension of environmental impacts. However, on the basis of 
the interviews conducted it is clear that prior to construction much attention was paid to assessing 
values of the public. The fact that the public did not find the environmental impacts important in 
comparison with the economic and practical benefits of the road is a matter of value and necessity. 
Even after construction of the road and after documentation of worsened condition of Lake 
Manyara and surrounding areas these do not appear as a matter of primary concern of the people 
affected. Demolition of houses and reimbursement is mentioned as the major problem by the people 
in the area of influence (Respondents: masaai (2), retired teacher, wildlife manager, 25.10.06, Appendix 9, 10, 11 ). 
 
Case II - Singida – Babati – Minjingu Road 
 
Recommended mitigation measures are described in detail in Chapter 4, sec. 4.2.2 and are thus not 
repeated here. Again the focus is thus on the value of the mitigative components to the population. 
 
 
In the EIA report by Carl Bro, the main concerns highlighted by the public were: 
 
- Loss of land and property, and the resulting resettlement and relocation; 
- Linked to the above, the timing and monitoring of the compensation process; 
- Loss of business due to new alignments bypassing existing  
- Spread of HIV/AIDS; 
- Increased disposable income leading to alcoholism and further encouraging the spread of 
HIV/AIDS; 
- Increase in the number of road accidents; 
- Child truancy (as the road may encourage children to seek employment on road-related 
activities). 
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(Carl Bro, 2006) 
 
Again the biological condition of the environment was not mentioned as a priority concern.  
During my own field study interviews conducted at regular intervals along the Minjingu – Babati 
section of the road link, indicated the same tendency; none of the respondents were aware of any 
possible negative environmental effects of the road and all were in favour of the road because it will 
make travelling easier (Interviews with Citizens of Minjingu – Babati Road (30.10.06)) 
 
5.1.8 Discussion 
Although both legislation and EIA practise value the environmental impact criterion as an indicator 
for effective EIA practise, it is noticeable that the only impacts that the EIA is able to mitigate are 
the direct and less severe impacts. These impacts are related mainly to construction practices and 
can be mitigated through implementation of moderations in design, excavation practices and other 
hands-on interventions. The more severe impacts such as population influx and subsequent 
unsustainable land-, forest- and water- use are outside the reach of the project specific EIA.  
Furthermore and in this parallel is the controversial issue of placing environmental responsibility on 
the local citizens in regard to allowing the citizens to determine the value of the environment, and 
expecting local communities to enforce effective land use controls.  My argument is that if the local 
citizens have this responsibility while they do not place any value on the biological environment 
compared to the value of increased economic development, then the institutionalisation of 
environmental impact criterion for reaching EIA goals is jeopardised.  
A more operational recommendation aimed at mitigating the severe indirect impacts may be the 
application of other EIA tools, such as Regional and Strategic Environmental Assessments (REA or 
SEA). These tools are aimed at considering the broader spectrum of plans and policies that are not 
merely related to the specific project, but more to sustainable development of an entire area or 
sector. REA and SEA attempt to coordinate mitigation efforts between all related sectors before 
construction takes place e.g. coordination of the agricultural-, forest-, wildlife- and water –sectors. I 
will explore this recommendation further in Chapter 7. 
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5.1.9 The Balancing or Compatibility Criterion  
The Balancing or Compatibility Criterion focuses on the importance of compatibility between the 
presentation of pros and cons of a proposal and the presentation of alternatives 
5.1.9.1 Legislation and Guidelines 
In the Environmental Impact Assessment and Audit Regulations this criterion is not explicitly 
defined, however, through the requirement of EIS to contain “assessment of impacts and 
identification of alternatives” (Vice President’s Office, 2005: Part V 19.-(2)), it may be included in an EIA 
study in as far as the EIA Guidelines elaborate on the specific requirements. 
 The Environmental Assessment (EIA) and Management Guidelines for the Road Sector (Ministry of 
Works, 2004: 24), states that when impact analysis includes more than one alternative, the study must 
present the comparative assessment, which integrates the cost of each alternative and ranks 
alternatives according to their residual impacts (i.e., impacts that persist after the application of 
mitigation measures). When selecting the optimal alternative, the proponent should consider how to 
compensate for the residual impacts. If these guidelines are followed the Balancing or 
Compatibility Criterion may thus be seen as effective.  
5.1.9.2 Implementation 
Case I – Makuyuni – Ngorongoro 
In the EIA reports of Case I (Gauff, 1996 and Roughton, 2000) there is a detailed section on the positive 
and negative direct and indirect impacts, which could result from the project. There is also a large 
section on how alternative routes, alignments, designs, technologies and investments may help 
mitigate these impacts. Based on the pros and cons of these impacts the best alternative, or the 
alternative with the fewest residual impacts, is chosen for which an Environmental Management 
Plan (EMP) is carried out, in order to mitigate the impacts. The EMP thus has an environmental 
strategy to be applied to the three project phases – design, construction and post-construction.  
In the Roughton study as well as the Gauff study there seems to be a reasonable level of 
compatibility between the presentation of pros and cons of the proposal and the presentation of 
alternatives.  
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Case II - Singida – Babati – Minjingu Road 
Due to the lack of presentation of alternatives in the EIA of Case II the pros and cons or the positive 
and negative impacts presented in the study are not compared to pros and cons of alternatives. The 
pros and cons of the selected alternative are, however, considered against each other. An EMP is 
carried out to suggest mitigation measures, which are mainly related to mitigating impacts of the 
chosen project pre-, during- and post- construction. (Carl Bro, 2006: 211-231). 
5.1.10 Discussion 
Regarding Case I, the fact that both the Gauff (1996) and the Roughton (2000) study are reluctant to 
approve any of the alternatives, seeing that in all Cases the environmental cons will outweigh the 
economic pros, is an indicator that the studies have placed weight on the importance of the 
Balancing Criterion. However, the fact that the road project was implemented regardless of the 
recommendations is an indicator that the government, at the time, placed little weight on this 
criterion.  
This criterion is not explicitly mentioned as a requirement in the EIA legislation, which might be 
why the Case II EIA study does not focus on comparing pros and cons of different alternatives. In 
the Road Sector guidelines the criterion also does not play an important role seeing that a 
comparison is only required in as far as the impact analysis includes more than one alternative, 
which Case II does not.  
The conclusion must thus be that the government of Tanzania does not place much value on the 
Balancing or Compatibility Criterion for reaching EIA objectives, not in legislation nor in 
implementation. The fact that the criterion was better implemented in Case I indicates that the 
international donor community placed more weight on this criterion for reaching objectives. This is 
probably a result of the donor’s adherence to international “ideal” EIA criteria. The criterion is thus 
not institutionalised in the EIA system, but according to legislation it does not need to be. 
5.1.11 The Checking or Review Criterion 
The Checking or Review Criterion focuses on the importance of quality assuring the EIS, by others 
than those who have prepared the EIS. The two dimensions of this criterion comprise 1) checking 
that EIA complies with the requirements, and 2) the right of the public to be part of the review 
process  
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5.1.11.1 Legislation and Guidelines 
 
The first dimension of this criterion is incorporated in Part VI “review Process of Environmental 
Impact Statement” of the Environmental Impact Assessment and Audit Regulations (Vice President’s 
Office, 2004).  In the regulations it cites that The National Environmental Management Committee 
(NEMC) reviews the EIA process according to requirements and has the mandate to set up a cross-
sectoral technical advisory committee to advise it on the process. Further NEMC shall receive 
comments on the EIS from the relevant ministry and public institutions, upon which the decision for 
further review is made. 
 
The second dimension of this criterion, Public involvement, comprises two parts: Public Review 
and Public Hearing.  
 
The Public Review is compulsory and involves notifying the public on the intended project by 
putting up notices in newspapers, radio and public places. The report is thus meant to be available 
for review by the general public. The reactions will be collected by the NEMC who will assist in 
making the final decision.  
 
Public Hearing is required during the review process of the EIS, if the National Environmental 
Management Committee (NEMC) decides that this is necessary. Public Hearings are usually held to 
consider the official approval of an EIA report or an entire project. It provides an opportunity for 
stakeholders to challenge a proposal with constructive exchange of information and ideas. Public 
hearings will be conducted for projects which have strong public concern, and impacts are extensive 
and far reaching. If the NEMC finds it relevant to hold a public hearing it will appoint a panel of 
which at least one third of the members must be drawn from village leaders/elders of the local area 
to organise the hearing. The findings of the public hearing should thus be an important input in 
making the final decision. The format for the public hearing must adhere to certain requirements, 
where focus is on informality, equal rights of effective participation and a neutral balance of power. 
Any person may attend either in person or through a representative.  
 
The Environmental Assessment (EIA) and Management Guidelines for the Road Sector (Ministry 
of Works, 2004: 36), elaborates on the above and states that it is the Environmental Section in the 
Ministry of Infrastructure Development and the NEMC that must review the EIS to secure that it 
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complies with the ToR and the Guidelines themselves. The Technical Advisory Committee 
(appointed by NEMC) should also review the adequacy of the EIS report. NEMC is responsible for 
deciding on the need for public hearing.  
5.1.11.2 Implementation 
Case I – Makuyuni – Ngorongoro 
At the time when the EIA for Case I was conducted there was no National EIA legislation and thus 
no national requirements to comply with the review criterion. However, the World Bank who 
financed the Roughton study (2000) require adherence to the review criterion (World Bank, 1997: 4) , 
also the National EIA guidelines commissioned by NEMC in 1997, provide review guidelines to be 
followed by NEMC and the Technical Review Committee (NEMC, 1997: Volume 4). According to 
TANROADS Civil Engineer in Arusha region (24.10.06) such a review was enforced.  It was thus the 
NEMC and an appointed Technical Review Committee that reviewed and commented on the EIA, 
and due to the sensitive nature of this project and the extent of stakeholders affected, the NEMC 
recommended a public hearing.  
 
The interviews that I conducted among citizens living between Makuyuni and Mto wa Mbu indicate 
that the public were highly informed of the project prior to commencement, either through 
newspapers or radio broadcast. Most of the interviewed persons had attended at least one meeting 
regarding possible effects of the road, the meetings were conducted in an informal manner and 
equal opportunities were given to all participants for putting forward opinions, and most were aware 
of some kind of environmental impacts (Citizens of Makuyuni – Ngorongoro Road (25.10.06)). 
 
In terms of public access to the EIA study, I experienced during field studies that the Roughton 
study was only to be found in the Ministry of Infrastructure Development in Dar es Salaam and 
only in one copy. The regional TANROADS manager was of the opinion that the report was also to 
be found in his office in Arusha, but he failed to produce it upon request. Given more time it is, 
however, possible that he would have found it. Regardless of availability it should, on the other 
hand, also be noted that non of the persons interviewed at district level (District officials and Citizens of 
Makuyuni – Ngorongoro Road (25 – 26. 10.06)) had attempted to get hold of the EIA study. In fact none of 
the civilians interviewed nor the district Councillor of Mto wa Mbu are familiar with EIA and thus 
do not know that such a report exist. 
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Case II - Singida – Babati – Minjingu Road 
 
During the time of my field studies the EIA report was only available in final draft copy and not yet 
approved by MoID. The regional TANROADS manager in Babati possessed a copy as well as the 
TANROADS – Head of Environmental Unit in Dar es Salaam and the MoID –Head of 
Environmental Division in Dar es Salaam. The NEMC had not yet received a copy of the EIA and 
had thus not yet reviewed it.  
 
Compared to the awareness among citizens living along the Makuyuni – Ngorongoro road the 
public living in the area of influence of the Minjingu – Babati link have so far been much less 
involved in the EIA process. However, based on data in the EIA report, public consultations have 
been held. According to the one citizen who had any awareness of these consultations, they were 
mainly held in order to inform the public of houses that were in the right of way, and should be 
removed (Respondent 7, affected citzens of Babati – Minjingu Road, 30.10.06). According to the EIA report, 
most of the public consultations held were carried out on the road stretch from Babati – Singida and 
thus not along the stretch where I conducted interviews. Regardless of involvement of public 
consultations, it is, for the time being not possible to comment on the implementation of the review 
criterion for Case II. 
 
5.1.12 Discussion 
 
Based on experience from Case I, where neither the district officials nor the citizens were aware of 
EIA and the existence of the report, combined with the fact that a large proportion of the population 
is illiterate (TANROADS Civil Engineer in Arusha region (24.10.06)), are indicators that public hearings do, 
to some extent, not live up to the intention of public hearings. Following from the interviews it 
seemed as though the public review, on the other hands was a success in terms of informing the 
public of potential environmental impacts.  
 
It is difficult to conclude anything on the basis of Case II, seeing that the review had not yet been 
carried out. However, based on the interviews with civilians, whom are eager for a road upgrade, 
the review is not likely to receive many negative comments. Also, seeing that the EIA report does 
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not view the road as having extensive and far-reaching environmental impacts, it is unlikely that 
local NGOs will oppose the projects, and public hearing will probably not be conducted.  
 
Overall, the review criterion for reaching EIA goals can to some extent be classified as 
institutionalized. However, more information is needed at district level in order for district Officials 
as well as the public to be aware of the EIA report. More awareness would make public hearings 
more effective and consciousness of the central importance of this report may be an incentive for 
the public, NGOs and district Officials to participate in future reviews. 
 
5.2 Partial Conclusion 
 
This Chapter has set out to answer working question 2: 
 
2. What barriers and possibilities for the effective operation of the EIA system are found within the 
implementation of criteria for reaching set EIA goals in the Road Sector in Tanzania? 
 
I have thus in the above discussed the way in which the criteria for reaching goals found within the 
EIA system (in EIA legislation) are sustained in implementation practices. I have sought to uncover 
the “normative roots” of EIA in regard to the “role” EIA is expected to play in theory and how it is 
played in practise, respectively.  
 
Barriers and possibilities for an effective EIA system are thus found in the analysis of potential 
breaches in the stabilising influence of norms, within the system and within organisations that may 
influence the system.  I have evaluated EIA effectiveness in Tanzania according to the explicit 
criteria for achieving EIA goals associated with EIA in the legislation compared to the “ideal” type 
EIA as defined by NEPA and supported by major international organisations. I have assessed 
Tanzania’s legislative criteria for an effective EIA compared to the “ideal” type criteria, and 
evaluated the extent to which the legislative criteria are successfully implemented in the two Cases.  
 
The conclusion to the analysis is that within the EIA system there is a lack of institutionalisation of 
many of the criteria for reaching EIA goals. This conclusion is based on the findings that although 
Tanzanian EIA legislation value most of the same criteria for an effective EIA as valued in the 
“ideal” NEPA context, these criteria are generally poorly implemented. Reasons for the poor 
implementation include conflicts between donor and legislative requirements and the status of EIA 
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in decision-making. Two of the most severe breaches in what EIA is expected to achieve in theory 
and what it can achieve in practice are found in the inability of EIA to mitigate indirect impacts of 
road projects, and in the power placed on the local citizens in determining the value of the 
environment. This final aspect gives reason to further analysis of the impacts of decentralisation of 
environmental management in Tanzania, in general. This could include an investigation into the 
impacts of the CBNRM approach in sectors outside the Road Sector. An analysis of this dimension 
is, however, outside the realm of this thesis. 
The possibilities for the effective operation of the EIA system found within the implementation of 
criteria for reaching set EIA goals in the Road Sector in Tanzania, can be found mainly in the 
agreement between theory and practice of the Result Criterion. The criterion underlines that without 
a reason or meaning with the activity, there is no reason for carrying out the project. This criterion 
thus focuses on the positive impacts of road projects and not so much on negative environmental 
impacts. 
Overall it may thus be concluded that institutionalisation of norms (as interpreted for use in this 
thesis) in the EIA system in the road sector in Tanzania is relatively weak. The possibility of relying 
on the normative elements of the EIA system for its effect, where the regulative elements fail, does 
thus not appear to be a sustainable solution for the effective operation of the EIA system. The 
following chapter sets out to analyse the extent to which failures in these two dimensions 
(regulative and normative) can be found in the attitudes of the professionals working in the system. 
5.2.1 Summary 
 
 Theory (legislation) Practice (implementation) Agreement btw. 
EIA Value in 
Theory and in  
Practice 
The Basis for 
Decision 
Criterion 
Priority Poor due to  
- conflicting ideas as to status of 
EIA in decision-making 
- dis-acknowledgement of 
donors as dual decision-makers 
- previous practice of “shopping 
around” among donors 
- donors different acceptability 
standards 
- different requirements by 
donors and legislation 
- excessive use of EIA versus 
reliance on e.g. screenings 
No 
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The Result 
Criterion 
Priority Good based on the fact that the 
positive results identified in the 
EIA study were the same as those 
identified by citizens and officials. 
Yes 
The Alternative 
Criterion 
Priority Poor because in the Case where 
EIA is part of legislation the 
criterion is not enforced 
No 
The 
Environmental 
Impact 
Criterion 
Priority Good due to 
- inclusion in the EIA report 
Poor due to 
- poor possibilities for EIA to 
secure implementation of 
indirect mitigation measures 
(see Chapter 4) 
- the public are allowed to 
determine the value of the 
environment 
- The public do not value the 
environment 
Yes and No 
The Balancing 
or 
Compatibility 
Criterion 
Not a priority Good in Case I poor in Case II 
which indicates difference value 
attribute the criterion by donors and 
government respectively. 
Yes  
The Checking 
or Review 
Criterion 
Priority Good due to  
- Inclusion in EIA report 
Poor due to  
- Ignorance of local authorities 
as to familiarity with EIA and 
the existence of the EIA report 
- Reliance on public review 
where the public may be 
illiterate and more interested in 
economic development than 
sustainable development 
Yes and No 
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6 Part III – Analysis 
 
This Chapter sets out to answer working question 3: 
 
3. What barriers and possibilities for the effective operation of the EIA system are found in the 
attitudes of professionals in the EIA system?  
 
The Chapter analyses the consequences of attitudes found within the professional and organisational 
culture on effective implementation of EIA. This is done through presentation of results from 
interviews with persons within the EIA system and discussing the attitudes of the EIA professionals 
in regard to objectives of EIA, the environmental planning system, the expert and centralist 
decision-making ideal and the possibility of widening the scope of EIA to Strategic Environmental 
Assessment (SEA). A potential lack of pattern in attitudes may indicate a breach in cognitive 
institutionalisation of the EIA concept which may result in barriers to effective implementation of 
EIA in the Road Sector in Tanzania. For the sake of repetition the cognitive dimension of 
institutions assumes that something becomes institutionalised by being “taken-for-granted”. In this 
sense rules, norms and ideas can become institutionalised if those that are to implement, e.g. EIA 
procedures, do so automatically in regard to any infrastructure project.  
During field studies the respondents in the EIA administration were asked to place, in order of 
priority eight alternative statements on the object of EIA, as a tool in environmental management. 
The alternatives were: 
1. To find the environmentally best solution (Emmelin, 1998 (b)) 
2. To provide a broad material for decision making  
3. To illuminate different alternatives (Vice President’s Office, 2005: Part V, 18 (contents) 
and TemaNord 1996:589) 
4. To find good mitigating measures (Vice President’s Office, 2005: Part V, 18 (contents)) 
5. To find the most cost-effective alternative (Emmelin, 1998 (b)) 
6. To decide on the permissibility of a project (Emmelin, 1998 (b)) 
7. To inform the public (Vice President’s Office, 2005: Part IV, 12 (objectives)) 
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8. To get inputs from the public (Vice President’s Office, 2005: Part IV, 12 (objectives)) 
 
The purpose of the exercise was to collect data which may shed light on contradicting values found 
within the professional culture itself and between professionals and legislation. Such a conflict in 
attitudes towards EIA could impact on implementation and thus on the effectiveness of the EIA 
system as a whole. 
 
In addition to ranking objectives of EIA the respondents were asked to answer the statement 
Delegating great responsibility to the local level makes environment protection inconsistent? 
 
The purpose of the statement is to reveal if there may be a conflict in values attributed the overall 
environmental planning system. Such a conflict could indicate a cognitive breach in carrying out 
EIA responsibilities at local or central level. E.g. if the professionals at local level express a need 
for uniformity from above, while the EMA and EIA legislation accredits more responsibility to the 
local level, then a barrier to effective implementation of EIA recommendations may arise. Such a 
cognitive barrier may explain some of the regulative and normative barriers mentioned in Chapters 
4 and 5 and would indicate a severe challenge in regard to EIA serving as an effective instrument 
for securing sustainable development in the Road Sector.  
 
The following statement was also presented to the EIA professionals at local and central level: 
Authorities and political bodies should be bound by the result of the EIA? 
 
The purpose of this question is to analyse the degree of expert and centralist decision-making ideal 
present among the EIA professionals. If it is revealed that a high level of agreement to the statement 
is present this may indicate that EIA is appointed a special status in decision-making. If there is a 
conflict of opinions among the professionals this could indicate lack of consensus regarding the 
importance of EIA in decision-making. 
  
The final question asked to the professionals in the EIA administration is: 
 By making environmental assessments on policy and plans the need for EIA on individual projects 
is reduced? 
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The question serves as an indicator for the notion that project EIA is part of an environmental 
assessment hierarchy, where Sector or Strategic EIAs is at the top of the hierarchy. Agreement to 
the statement may i.a. indicate an ambition to widen the scope from project EIA to “strategic 
environmental assessment” (SEA), i.e. the assessment of “policies, plans and programmes”. This, 
however, is not an indication that EIA is no longer useful, it is more an indication that SEA and EIA 
are intended to be complementary to each other; each acts upon tasks most appropriate to the phase 
of the development planning process at which it is to be used. 
 
The Chapter is structured such that each section begins with a presentation of results from 
interviews, followed by a discussion of the results, in regard to the contexts of analysing in what 
way the attitudes can be defined as institutionalised, or not. 
 
6.1 Attitudes towards EIA objectives 
 
6.1.1 Presentation of Results 
This section presents the results from interviews regarding the ranking of objectives.  
 
Following Emmelin´s method of adding 1st, 2nd and 3rd priority fractions of the responses together, 
Figure 6-1 ranking of objectives) shows how the objectives rank among different organisations in 
the EIA system: 
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Figure 6-1 ranking of objectives 
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When the fraction of scores given to the top three priorities are added together it is alternative 
number 1 (to find the environmentally best solution) that comes out as priority number one, with 
87.5% of the respondents deeming this the most important objective. Alternatives number 2 (To 
provide a broad material for decision making), 3 (To illuminate different alternatives) and 4 (To 
find good mitigating measures) take on a shared 2nd priority, with 62.5% for each.  Alternative 5 
(To find the most cost-effective alternative) and alternative 6 (To decide on the permissibility of a 
project) receive very low priority as a top-three priority, with only one organisation placing 
alternative 5 as third priority and one other valuing alternative 6 as priority number 3.  
 
Emmelin (1998 (b)) considers any priority below 3rd as “no priority”. Using this categorization, 
alternative 7 (to inform the public) and 8 (to get input from the public) receive no priority among 
professional staff in the EIA system.  
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The ranking by individuals in relevant organizations is divided as presented in following table: 
Tabel 6-2 ranking of objectives by individuals in organisations 
  JICA ADB TANROADS 
Reg. Mang. 
Arusha 
TANROADS 
civil engineer. 
Arusha 
TANROADS 
Reg. Mang. 
Manyara 
MOID NEMC TANROADS 
Env. unit 
1.Best solution  3 2 3 7 3 1 1 3
2. Material for decision making  8 1 1 2 5 3 2 4
3.  Different alternatives 4 3 2 1 2 4 5 2
4. Mitigating measures  1 4 4 3 1 2 4 1
5. Cost-effective alternative  2 5 5 4 4 7 6 7
6. Permissibility of a project  5 8 6 5 8 8 3 5
7. To inform the public  6 7 8 8 7 5 8 6
8.To get inputs from the public  7 6 7 6 6 6 7 8
 
The numbers in the table indicate the priority given to the objective by the respondent of each 
organisation respectively (1 is highest priority and 8 is lowest). In order not to place too much 
weight on the individual replies, seeing that some of the respondents were indecisive in regards to 
specific rankings, I have chosen to analyze the results mainly based on Figure 6-1 ranking of 
objectives). Therefore Tabel 6-2 ranking of objectives by individuals in organisations) primarily 
serves as basis for extracting details, where this is useful.  
6.1.2 Discussion 
 
Following Emmelin’s method of adding the fractions of scores given to the top three priorities and 
not including alternatives that receive less than a third place priority, the following section 
continues with an analysis of the results presented in the above. 
 
Alternative 1, “finding the environmentally best solution” – which has a total score of 87.5 % of the 
replies - is the first priority of 25 % of the persons interviewed in the EIA system in the Road Sector 
in Tanzania, a second priority of 12.5 % and a third priority of 50% (based on Tabel 6-2 ranking of 
objectives by individuals in organisations)). It is the NEMC and MOID that give it a first priority, 
ADB that gives it a second priority and the remaining respondents give it a third priority, apart from 
TANROADS Civil Engineer in Arusha region who gives it a seventh priority. 
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The fact that so much priority is given to this alternative is interesting seeing that it does not have 
any real support in the national or the “ideal” EIA legislation, nor in the EIA guidelines for the 
Road Sector. Emmelin explains this as a “paradigmic interpretation of EIA” (Emmelin, 1998 (b): 195) 
and suggests that a high level of agreement to this alternative may be a result of a high proportion of 
engineers in the EIA administration, i.e. rationalist thinking may be high.  
 
Alternative 7 (to inform the public) and 8 (to get input from the public) receive no priority among 
administrative staff in the EIA system. The lack of value of this communicative dimension of the 
EIA system among EIA professionals may also be an indicator of high rationalist thinking within 
the EIA system. Despite the low value attributed this objective Chapter 5 established that the 
persons living within the area of influence of Case I road had been highly informed of the project 
and had attended several meetings where they were given the chance to put forward their opinions. 
However, one might assume that the involvement of the public and wildlife organisations could be a 
result of donor pressure, seeing that the EIA was not yet part of legislation. Nevertheless, the fact 
that the professionals in the EIA system do not consider this objective among the most important, 
may suggest a poor future for its implementation and consideration in decision-making.  
 
It is indeed illuminating that the EIA objective accredited the least value among the professional 
staff at national and regional level, is one of the objectives supported and promoted in both the 
national legislation and the EIA guidelines for the Road Sector. In addition, in the guidelines the 
public are accredited the role of determining the value of their local environment (Ministry of Works, 
2004: 30) which insinuates a high level of “legislative” engagement in the communicative approach 
to EIA.  
 
Likewise it is interesting that alternative 1 is accredited the most value, even though it is not 
supported in legislation. The fact that alternative 1 and 3 together are accredited most value is, 
according to Emmelin (1998: 193) an indicator of a technocratic attitude towards EIA, i.e. that experts 
should prescribe the best solution versus EIA as a means of providing political decision making 
with alternatives.  
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According to Emmelin, applying high value to the 2nd alternative (To provide a broad material for 
decision making) captures a rather vague objective of EIA. This objective is also not directly 
supported in the EIA legislation. However, the objective “to ensure that environmental 
considerations are explicitly addressed and incorporated into the development decision making 
process” (Vice President’s Office, 2005: Part IV, 12 (objectives)) captures the objective in a more specific 
manner. Nevertheless, in the previous Chapter it was established that this objective is not very 
successfully implemented by the government of Tanzania, and especially not without the 
involvement of donors.  
 
Accrediting alternative 4 (To find good mitigation measures) high value insinuates some correlation 
between legislation and attitudes of the professionals. In the legislation this objective is cited as an 
objective of EIA which aims “to anticipate and avoid, minimize or offset the adverse significant 
biophysical, social and other relevant effects of development proposal”. However, as established in 
Chapter 4, the actual implementation of this objective is mostly successful in regard to 
implementing measures to mitigate the direct impacts, and not the indirect and far-reaching impacts, 
seeing that enforcement is left to local authorities who, for various reasons, are unable to carry out 
their responsibilities.   
 
Both objective 2 (To provide a broad material for decision making) and objective 4 (To find good 
mitigation measures) receive a relatively high priority among professionals in the EIA system. For 
this reason the poor implementation of both priorities, as demonstrated in Chapter 5, cannot be 
explained by poor institutionalisation of attitudes.  
 
6.2 Attitudes towards the environmental planning system, the decision-making ideal 
and the status of EIA  
6.2.1 Presentation of Results 
 
In addition to ranking objectives of EIA the respondents were asked to answer the statements  
1. Delegating great responsibility to the local level makes environment protection 
inconsistent? 
2. Authorities and political bodies should be bound by the result of the EIA? 
3. By making environmental assessments on policy and plans the need for EIA on 
individual projects is reduced? 
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The replies are presented in following Tabel 6-1, Tabel 6-2, Tabel 6-3 and are summarized in  
Figur 6-2  Level of Agreement to Statements) 
 
Tabel 6-1 
Delegating great responsibility to the local level makes environment protection 
inconsistent?   
  JICA ADB TANROADS Reg. 
Mang. Arusha 
TANROADS civil 
engineer. Arusha 
TANROADS Reg. 
Mang. Manyara 
MOID NEMC TANROADS 
Env. unit 
Local 
politician 
Agree     x x x         
Disagree   x       x   x x 
Agree and 
disagree 
x           x     
Tabel 6-2 
Authorities and political bodies should be bound by the result of the 
EIA?     
  JICA ADB TANROADS Reg. 
Mang. Arusha 
TANROADS civil 
engineer. Arusha 
TANROADS Reg. 
Mang. Manyara 
MOID NEMC TANROADS 
Env. unit 
Local 
politician 
Agree x   x x    x x     
Disagree   x     x      x 
Agree and 
disagree 
              x   
Tabel 6-3 
By making environmental assessments on policy and plans the need for EIA on individual projects is reduced? 
  JICA ADB TANROADS Reg. 
Mang. Arusha 
TANROADS civil 
engineer. Arusha 
TANROADS Reg. 
Mang. Manyara 
MOID NEMC TANROADS 
Env. unit 
Local 
politician 
Agree x   x x   x       
Disagree             x x   
Agree and 
disagree  
  x     x       x 
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The tables indicate that attitudes towards the three statements vary greatly among the EIA 
professionals. Emmelin (1998 (b): 201) suggests differentiating between planners (TANROADS 
Managers, Civil Engineer and Head of TANROADS Environmental Unit) and the environmental 
core (NEMC and MOID- Head of Environmental Unit) in the analysis of the results. The reason for 
this is that EIA is a physical part of the planning process, where EIA in this Case is a part of the 
road planning process; the environmental core is not bound to one particular sector and may thus 
express different opinions. Following this suggestion and including a third group, the donors (JICA 
and ADB), and a fourth, politician (Local Politician), the results show quite interesting traits.  
 
In regard to the first statement (Delegating great responsibility to the local level makes environment 
protection inconsistent?) all planners at regional level agree to the statement, while the planner at 
central level disagrees. The environmental core disagrees or argues that although it is necessary to 
educate at local level and to delegate responsibility, there are issues that require central level 
attention (National Environmental Management Council – Principle Environment Management Officer (15.11.06)). 
The donors also either disagree or argue that the Central Government should make policies and 
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standards, while due to logistics the regional and district officers need to implement them. 
However, consistency would be increased if everything was left to the central government but due 
to logistics this is not possible (JICA- Assistant Resident Representative, funding agency for Makuyuni – 
Ngorongoro road (16.11.06)). The local politician disagrees arguing that it is the local government that is 
near to the environment and are therefore more aware of any problems. Disregarding the groupings, 
overall there is general consensus of about 45%, whom disagree with the statement, 33 % agree and 
the remaining 22 % both agree and disagree.  
 
In regard to the second statement (Authorities and political bodies should be bound by the result of 
the EIA?) the replies show a consistency within the environmental core, where all agree with the 
statement. Also among planners is a high level of agreement; among the donors one agrees and one 
disagrees and the local politician disagrees. Overall about 56 % agrees, while 33% disagrees.   
 
Regarding the third statement (By making environmental assessments on policy and plans the need 
for EIA on individual projects is reduced?) there is again inconsistency in replies within the 
respective groups. Among the planners two agree, one disagrees and one both agrees and disagrees 
on the basis that he does not understand the question; among the environmental core one agrees and 
one disagrees; among the donors one agrees and one both agrees and disagrees stating that the 
question is unclear and he is not able to answer decisively; and the local politician both agrees and 
disagrees seeing that he is unable to answer the question.  Overall almost 45 % agree, 22% disagree 
and the remaining 33% both agree and disagree, on the grounds that they do not understand the 
question and are unfamiliar with the SEA tool.   
 
6.2.2 Discussion 
 
According to Emmelin (1998 (b)) agreement to the first statement (Delegating great responsibility to 
the local level makes environment protection inconsistent?) indicates a need for uniformity from 
above and expresses the values attributed to the planning system as a whole. The fact that the 
planners at local/regional level express the need for centralist control of environmental affairs, 
while the environmental core and donors, in general,  support decentralised environmental 
responsibility indicates a conflict in sense of responsibility. Although the EIA legislation, EIA 
guideline and the EMA legalise the local responsibility for the environment, a conflict in 
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implementation arises in as far as the regional administration express concerns in their ability to 
take responsibility. The TANROADS Regional Manager for Arusha states that the local 
government does not have sufficient capacity, which makes environmental protection somewhat 
inconsistent and recommends that environmental responsibility, for the time being, remains at 
central level (TANROADS Regional Manager in Arusha region (23.10.06)).  The Civil Engineer in Arusha 
region states that at local level politics complicate things as they use development as campaign 
material and because this is what the people prefer as opposed to a healthy environment he will not 
sacrifice a road, for example, in favour of more trees (TANROADS Civil Engineer in Arusha region 
(24.10.06)). The TANROADS Regional Manager in Manyara Region agrees with the statement 
because at local level the environment is not a priority, poverty is (TANROADS Regional Manager in 
Manyara region (31.10.06)).  
 
The fact that the local politician agrees with the statement could underscore the comment made by 
the Civil Engineer above i.e. that more responsibility means more control. The fact that the 
environmental core and the donors disagree with the statement could be an indicator that they are 
merely supporting legislation and are eager to distribute the responsibility. This could be an 
indication that, for political reasons, no one political organisation is interested in carrying major 
environmental responsibility. 
 
The conflict in value attributed to responsibilities within the environmental planning system could 
indicate a breach in carrying out EIA responsibilities, such as enforcing mitigation 
recommendations, environmental monitoring and enforcement of laws, at local level. So although 
there is a general agreement as to the main objectives of EIA, explanans as to the poor 
implementation of said objectives, could be found in further analysis of the environmental planning 
system as a whole. Once again an analysis on the effect of decentralisation and CBNRM could 
provide interesting results. 
 
The second statement (Authorities and political bodies should be bound by the result of the EIA?) 
indicates the degree of expert and centralist decision-making ideal present among the EIA 
professionals. This notion has a majority following in the entire entire group of respondents. 
According to Emmelin (1998 (b)) it is natural if the environmental core tends more strongly to this 
view of EIA, as they tend to appoint EIA a special status in decision-making. Although the number 
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of persons interviewed is relatively small the adherence to the statement by the environmental core 
could indicate that this group values EIA as a decisive tool in decision-making. Among planners the 
picture is more blurred although the replies pictured in Tabel 6-2 ranking of objectives by 
individuals in organisations) insinuates that planners tend more strongly towards seeing EIA as one 
component in a variety of back-ground material for decision-making, rather than according it a 
special status. This difference in opinion as to the importance of EIA in decision-making may 
influence its status in the process, and could explain the poor implementation of the decision-
making criterion as demonstrated in the previous Chapter. 
 
The third statement (By making environmental assessments on policy and plans the need for EIA on 
individual projects is reduced?) is difficult to conclude upon because 33% of the respondents were 
unable to answer the question as they were unfamiliar with the idea of making assessments on 
policy and plans (SEAs). Although, the answers on the relationship between EIA and SEA tend 
towards agreement it is difficult to read anything into the differences between the core, the planners 
and the donors. However, based on the fact that The Environmental Management Act (Vice 
President’s Office, 2004) makes SEA mandatory for all new government bills, plans, regulations, 
policies and programmes it is relevant to attempt some interpretation on the question. The fact that 
there is a 44% tendency towards agreement may be an indication of ambition to widen the scope 
from project EIA to “Strategic Environmental Assessment” (SEA). This ambition corresponds to 
the recommendation of several authors in the international EIA literature, who call for an 
integration of environmental concerns in the design process with ambition to be “pro-active” via 
SEA rather than reactive as is commonly the role of EIA (TemaNord 1996; Alshuwaikhat 2005; Deelstra et 
al., 2003; Lawrence 1997). This view is based on international experience that EIAs are often carried 
out too late in the planning process and after the decision to implement a given project, has already 
been made.This has resulted in a tendency for EIAs to react to development proposals rather than 
anticipate them, meaning that it is difficult to suggest alternatives that steer the development in a 
direction much different from the proposed action.  
 
6.3 Partial conclusion 
 
This Chapter has set out to answer working question 3: 
 
3. What barriers and possibilities for the effective operation of the EIA system are found in the 
attitudes of professionals in the EIA system?  
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In this Chapter I have applied a loose interpretation of the term “institution”, based on the Cognitive 
dimension of institutions. I have thus sought to find potential barriers to the actual existence of an 
institutionalised EIA procedure, through focus on the lack of “taken-for-grantedness” of rules and 
goals in the system. In this respect I have focused on the individuals in the EIA system and their 
“though patterns” regarding the goals of EIA and the environmental planning system as a whole.  
 
Based on Lars Emmelin´s paradigm approach to analysing potential barriers for effective operation 
of the EIA system it was discovered that a lack of pattern in individuals´ thoughts regarding EIA 
may influence the effective operation of the EIA system in the Road Sector in a potentially negative 
direction.  
 
Three of the objectives of EIA (to provide material for decision-making, to illuminate different 
alternative and to find good mitigation measures) receive high priority in legislation and among the 
majority of the interview respondents. However, Chapter 5 showed that these objectives are poorly 
implemented. This suggests that although these objectives may be institutionalised in a cognitive 
manner, the normative institutionalisations of the role of EIA is lacking. Attitudes towards the 
remaining objectives do not adhere to objectives listed in legislation: the objective that receives the 
highest ranking among the respondents indicates a paradigmic interpretation of EIA and high 
rationalist thinking, which does not correspond to the communicative approach set forth in EIA 
legislation and guidelines.  
 
Furthermore and less directly related to the EIA system is the partial lack of pattern in thoughts 
regarding the environmental planning system and the decision-making ideal. The interviews suggest 
that the local planning level favors central responsibility while national level favors de-central 
environmental responsibility; National level views EIA as important in decision-making while 
planners at local level in general attribute EIA less importance in decision-making. These results 
indicate that there is a breach in cognitive institutionalisation of attitudes towards the role of central 
versus decentralized responsibility. This lack of cognitive understanding of the division of power 
and the role or EIA in decision-making may well be a major factor influencing on the poor 
implementation of rules and regulations as well as criteria for reaching EIA goals, as suggested in 
Chapters 4 and 5 respectively. So, although there is a general consensus as regards the objectives of 
EIA, attitudes towards the environmental planning system as a whole and the significance of EIA in 
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decision-making may provide insight into reasons for the poor implementation of two of the major 
EIA effectiveness criterion, i.e. the environmental impact criterion and the decision-making 
criterion. The different attitudes found among planners and the environmental core may indicate a 
lack of “taken for grantedness” of these two criteria. 
 
Although it is difficult to generalize regarding the status of EIA in EIA hierarchy, due to 
unfamiliarity with SEA among respondents, there was a general consensus towards agreement that 
EIA should be part of a hierarchy with SEA determining the need for individual project EIAs. 
Based on this goal the following Chapter discusses the future potential for the EA system as a 
whole in Tanzania. 
6.3.1 Summary 
 
 Theory (legislation) Practice (implementation) Agreement btw. 
EIA Value in 
Theory and in  
Practice 
Values 
associated with 
the objectives 
of EIA 
- To find the 
environmentally best 
solution – Not in 
legislation 
 
- To provide a broad 
material for decision 
making  - Not in 
legislation 
 
- To illuminate different 
alternatives – In 
legislation 
 
 
 
 
- To find good mitigating 
measures – In legislation 
 
 
 
- To find the most cost-
effective alternative – 
Not in legisaltion 
- To decide on the 
permissibility of a 
project – Not in 
legislation 
- To inform the public – 
In legislation 
- To get inputs from the 
- Highest priority indicating a 
paradigmic interpretation of 
EIA and high rationalist 
thinking; 
 
- High priority indicating a 
vague objective of EIA 
 
 
 
- High priority indicating that 
experts should prescribe the 
best solution versus EIA as a 
means of providing political 
decision making with 
alternatives.  
 
- High priority indicating 
adherence to international 
experience with agreement 
btw. EIA legislation and 
practice.   
- Low priority indicating focus 
on environment in EIA 
 
- Low priority although it is the 
most explicit context of EIA 
 
 
- No priority indicating 
rationalist value attributed EIA 
- No priority indication 
No 
 
 
 
 
No 
 
 
 
 
 
Yes 
 
 
 
 
 
 
Yes 
 
 
 
 
Yes 
 
 
No 
 
 
 
No 
 
EIA in the Road Sector  Chapter 6 - Part III - Analysis 
 111
public – In legislation  
 
rationalist value attributed EIA 
 
 
 
No 
Attitudes 
towards the 
environmental 
planning 
system 
De-centalised environmental 
responsibility 
- Local planning level favors 
central responsibility while 
national level favors de-central 
environmental responsibility 
Some 
Attitudes 
towards the 
decision-
making ideal 
EIA as central document in 
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7 Prospects for EIA 
________________________________________________________________________________ 
 
7.1 SEA 
 
In the approach taken by the World Bank on environmental assessment (EA), EIA is a subset of 
EA, which is defined as both a process and a tool. In the World Bank’s terminology “EA is a 
process whose breadth, depth, and type of analysis depend on the nature, scale, and potential 
environmental impact of the proposed project. EA evaluates a project’s potential environmental 
risks and impacts in its area of influence.” While EA covers a project “from cradle to grave,” EIA 
is usually seen as the preparatory study which examines the likely environmental impacts of the 
project as submitted and the likely environmental impacts of the alternatives to that particular 
design. (Bekhechi, 2002: 1). 
 
The concept of SEA extends the application of EIA from project focus to upstream processes such 
as policies, programs and plans. SEA is thus intended as a proactive process for mainstreaming the 
environment early into the planning and decision making process and ensuring full integration of 
relevant environmental, economic, social and political considerations for sustainable development, 
which is also in line with many donors’ goal of mainstreaming environment at an early stage into all 
sector programme interventions. 
 
The Environmental Management Act (2004) makes SEA mandatory for all new government bills, 
plans, regulations, policies and programmes. EMA also empowers the Minister for Environment to 
develop SEA regulations and guidelines.  In addition, the NSGRP (National Strategy for Growth 
and Reduction of Poverty (Mkukuta)) also calls on the need to integrate environment into all 
sectoral policies, programmes and plans to achieve sustainable development. One of the tools to 
achieve this is seen as SEA. Thus both from a legal basis and from a policy level there is a demand 
for the development of strategic assessment. The challenge for Tanzania is how to operationalise 
SEA, to produce workable regulations and practical guidelines.  
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Interesting prospect for SEA in regard to overcoming the challenges of EIA in securing sustainable 
development in the Road Sector is the applicability of SEA on land use and territorial development 
plans. Figur 7-1 Sequence of Actions and Assessments within a tiered Planning and Assessment) 
shows a tiered system of environmental assessment, where a more strategic form of environmental 
assessment is first applied to selected policies, plans and programmes in the early stages of the 
development planning cycle. Then as shown in the figure account is taken of these higher level 
assessments at each subsequent level in the planning structure. In this way SEA and EIA are 
intended to be complementary to each other; each acts upon tasks most appropriate to the phase of 
the development planning process at which it is to be used. These tiering arrangements are still in 
their infancy in many countries but if the Tanzanian EIA system and professional culture were 
ready for it, it may be a solution to the inability of EIA alone to mitigate the indirect impacts of 
roads. For reminders sake these impacts include land-use change caused be increased populations. 
Figur 7-1 Sequence of Actions and Assessments within a tiered Planning and Assessment 
(Source: Lee and George, 2006) 
Policies (SEA) Plans (SEA) Programmes (SEA) Projects (EIA)
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7.2 SEA as a tool in alleviating problems experienced with EIA  
 
One of the major challenges faced by the EIA system has proven to be the ineffectiveness of the 
system as a whole to mitigate indirect impacts of road projects. Also, EIA does not appear to impact 
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on the decision-making process of a given development proposal but is rather an instrument which, 
in the case of the Road Sector in Tanzania, is intended to react to the proposal by recommending 
environmental mitigation measures. These barriers to the effectiveness of EIA in helping secure 
sustainable development can be found in the realm of the instrument itself as well as in all three 
dimensions of institutions, the regulative, the normative and the culture-cognitive. The question is 
now in what way environmental assessments of all policies, plans and programmes proposed in the 
transport and road sector may help in overcoming these barriers, when considered in relationship to 
national, regional, and local land-use plans. 
7.2.1 Prospects for SEA on transport policy 
SEA represents an explicit acknowledgement that development ministries share a responsibility for 
environmental protection and therefore need to consider the environmental implications of their 
policies just as they already consider all other relevant matters (e.g. financial costs; administrative 
feasibility etc.) in their policy formulation process. Although officials in environmental agencies 
also have a role to play, the main responsibility for integrating environmental considerations in the 
policy-making process falls to the policy makers who do not already address environmental issues 
as a matter of routine. This systematic consideration of environmental factors implies that when 
trade-offs are made between environmental, social and economic values, these trade-offs are 
explicit and transparent and the decision-makers should be accountable for making them.  
 
SEA on the Tanzanian Transport Policy should ideally be able to alleviate the challenge of EIA in 
influencing on the decision-making of a given project. The overall objective of SEA is thus to lead 
the design of policies that promote sustainable development, in the light of SEA being defined as a 
 
“…systematic, proactive process for evaluating the environmental consequences of policy, plan or 
programme proposals in order to ensure that they are fully included and addressed at the earliest 
appropriate stage of decision-making on a par with economic and social considerations…”  
(Bregha, 2001: 4) 
 
A review of sector policies, programmes and plans produced in the recent years found that there 
have been very few examples of SEA in Tanzania to date. The first explicit SEA was on the 
national transport policy in 1999 that was commissioned by DFID. This assessed the impact of the 
different aspects of the policy against natural resource management and environmental protection, 
EIA in the Road Sector  Chapter 7 - Prospects for EIA 
 115
pollution control and prevention, and people’s livelihoods. However, this SEA tended to be donor 
driven and has not appeared to have led to any great impact on the development of transport policy 
(AGRIFOR, 2006). 
 
All studies encountered on the prerequisites for achieving successful SEA underline the importance 
of organisational and political commitment to SEA, and its effectiveness is often dependent on 
changing the thought patterns of top personnel at ministry level (Briffett, 2003; Tesli, 2002; Bregha, 2001). 
In this respect and considering the challenges found in the “attitudes” dimension of institutional 
analysis of the EIA system, one of the barriers to the effective implementation of SEA on transport 
policy in Tanzania could be the breach in institutionalisation of attitudes towards the role of central 
versus decentralized responsibility. The interviews suggest that the local planning level favors 
central responsibility while national level favors de-central environmental responsibility. In order 
for SEA to have a legitimate foundation it is important that environmental responsibility is taken at 
the central level, whereas, in order for it to be effective in terms of implementation it is important 
that the local level recognizes the policy and has the resources to enforce the recommendations 
resulting from the policy. As illustrated in Chapter 4 one of the major challenges in the 
operationalisation of an effective EIA system is the lacking implementation of already existing 
policies and regulations. Therefore, SEA at policy level may not be the best solution in terms of 
overcoming challenges experienced in the current EIA system, without first dealing with the 
barriers to implementation at, primarily, local level.  
 
Nevertheless, in theory the SEA-approach on a combined assessment on the transport policy and 
national land use plans could help to overcome the problem of EIA being unable to mitigate the 
cumulative effect of population influx and land-use change, resulting from improved road access. 
However, to date there is no national land use plan in Tanzania (AGRIFOR, 2006). 
 
7.2.2 Prospects for SEA on road programmes and plans 
In order for SEA to serve an effect at regional and local level the same challenges apply as at 
ministerial level. If environmental assessments are to be made on long term regional road 
programmes it is essential that professionals responsible at regional level are motivated to 
implement the assessments. Once again the poorly institutionalised perception of the environment 
in general and role of EIA in decision-making among regional planners, the civil society and district 
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officials may prove a challenge in successful adoption of SEA. Chapter 6 indicated that planners at 
regional level in general attribute EIA little importance in decision-making, they were also, to a 
large extent, unaware of the concept of making environmental assessments on policy, plans and 
programmes. These factors could indicate that at regional and local level planners are indeed not 
ready to relate to higher level assessments. 
 
Furthermore, although a joint road and land use assessment would provide for more 
environmentally sensitive planning, The National Land Use Planning Commission (NLUPC), 
which is responsible for the formulation of policy on land use planning, fails to fully implement its 
mandates because of lack of funds and inadequate capacity to implement all the planned activities 
(AGRIFOR, 2006). Also, a recent study on the state of the environment in Tanzania mentions the 
following concerns regarding the use of land use plans at local level: 
 
“Land use planning for villages was found inadequate during the State of Environment (SoE) study. 
Few villages in Tanzania had developed land use plans through donor support. Nonetheless the 
land use plans fell short of standards acceptable by the Commission. A land use scheme is a 
prescriptive zoning system that defines what can and cannot occur in different areas of the village. 
The difference in the types and levels of use as well as the types and levels of physical development 
(if any) is fundamental to land use plans. Through the land use planning process the limits of 
acceptable human uses and development in the village should be established. The land use plans 
prepared for few villages lacked these standards.” (AGRIFOR, 2006: 70). 
 
The fact that there are no existing national land use plans combined with the fact that regional and 
local land use plans are poorly defined and implemented, makes it difficult to implement successful 
strategic assessments on policies, programmes and plans with the purpose of mitigating the indirect 
effects of road projects that EIA is unable to cater for.  
 
7.2.3 Other options 
In the event that Tanzania is not yet ready for successful implementation of SEA calls for 
considerations of other EIA instruments that may better suit the current situation. One possibility 
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could be the implementation of Regional51 Environmental Assessments for road improvements in 
areas of similar ecological zones.   
 
Regional EAs are used to assess environmental effects relating to the broad spatial context of a 
proposed project. The main objective of the REA is to assess the cumulative and other potential 
effects that all projects (present and future) proposed for a geographic area or administrative region 
might have on the environment. Examples of these areas might include a coastal zone, a forest 
region, a watershed, a municipality, or an area of similar ecological conditions e.g. inhabited by 
similar flora and fauna. Therefore, the REA can cover one project or several (multi-sectoral), with 
the unifying characteristic being common geographic situation. REAs do not eliminate the need for 
full EAs, but place each specific project into a better-understood regional context, emphasizing the 
interrelated nature of the environment (Tsunukawa, 1997). Included in an REA may thus be all 
forestry, wildlife and watershed projects, which may give an indication of the regional and local 
capacity to administer the environment. 
 
In terms of decision-making a REA, which includes an overview of all current and future projects in 
a given area, would provide the decision-makers with enough background information to consider 
the sustainability of implementing a given project in the region or district. Furthermore, such an 
assessment would be useful for decision-makers when evaluating risks and possibilities of all future 
projects proposed for the same region. It would thus be time and money saving to have a Regional 
Assessment for all Regions comprising a homogeneous ecological environment in Tanzania. The 
need for individual project based EAs (EIA or IEE) should thus be based on the results of the REA. 
 
Furthermore, the Ministry of Infrastructure Development – former Danida advisor in Environmental 
Section (07.02.06) suggests that as part of the REA all regions should have a map, which includes 
all roads (district, feeder and trunk roads) and other infrastructure projects in the area as well as 
clear indication of all sensitive ecological zones. At the time of writing no such map exists meaning 
that lots of resources are spent every time a consultant has to carry out an extensive EIA in the same 
area. Also, the Ministry of Infrastructure Development – former-Danida advisor in Environmental 
Section (07.02.06) notes that with a map the dense text of EIA reports, which is read by no-one, can 
                                                 
51 Region here refers to “any sub-national area that a country calls a region for purposes of planning or development” 
(OAS, 1984 in Tsunukawa, 1997: Box 1.3). Such an area is usually demarcated along administrative boundaries and 
may be composed of one or more municipalities, provinces, or states. 
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be skipped and instead planners at ministerial level can start by looking at a map and make 
decisions based on a visual understanding of the area, it would then be possible to go straight to 
making an Initial Environmental Examination, and avoiding a full and costly EIA.This approach in 
combination with a full regional study of e.g. Arusha region would allow conscious avoidance of 
entering very sensitive ecological areas, where the regional and district administration show little 
experience in protecting the environment.  However, once again the success of this planning option 
depends on the attitudes of planner at the ministerial level, i.e. if they are prepared to take on the 
responsibility of making fully informed decisions.  
 
 
 
 
EIA in the Road Sector  Chapter 8 - Answering the problem statement 
 119
 
8 Answering the problem statement 
________________________________________________________________________________ 
 
Based on barriers and possibilities for effective operation of EIA discussed in Chapters 4, 5 and 6 
this Chapter answers the problem statement and discusses the future prospects for EIA. 
 
Problem statement: 
In what way, is the institutional dimension a limiting factor to the operation of an effective EIA 
system in the Road Sector in Tanzania?   
  
It was discovered that major challenges to the effective operation of the EIA system in the Road 
Sector in Tanzania are found in the regulative, normative and cognitive dimensions of institutions.  
 
In regard to effective mechanisms for securing coerciveness to the rules, regulations and 
recommendations the major problem appeared to be the environmental planning system as a whole 
where the prime challenge is the decentralisation of environmental responsibility. It was discovered 
that the local authorities for a variety of reasons are unable to secure coerciveness. The major 
challenges faced by the local authorities include the lack of respect from the public, lacking 
motivation due to the political nature of roads, lack of capacity and funds and, importantly, the 
inability of local authorities to change the national energy and land use plans, policies and 
regulations. Other challenges include the role of the state as decision-maker and implementer as 
well as the lack of allocated funds to secure monitoring post construction.  
 
Regarding a solution to the challenges faced by local authorities, it would be optimistic to assume 
that they can solve their problem within the current regulatory framework; even if the local 
authorities were able to secure coerciveness to already existing environmental laws and policies 
major changes are needed in e.g. energy and land use policy and legislation in order for 
interventions to be effective. In addition the public and local politicians’ need to change their 
attitudes towards the importance of roads contra environment, and this is unrealistic considering the 
level of poverty in Tanzania. One viable solution may be central control and enforcement of said 
rules, regulations and recommendations, although, e.g. enforcement of restrictions on charcoal 
production and fuelwood collection is not advisable without first introducing alternative energy 
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sources. This “catch-22” situation calls for an extensive assessment of all policies and plans (SEA) 
before approving road development that can have severe environmental consequences. 
Nevertheless, for the time being the successful implementation of SEA may depend on changes in 
attitude at all levels of decision-making and planning, as well as establishment and enforcement of 
national, regional and local land-use plans. 
 
Scott (2001) suggests that in the event that a given procedure suffers poor implementation due to 
shortcomings in the regulative dimension of institutions, it is important with normative and 
cognitive backing. 
 
Barriers in the normative dimension of institutions have been found in the analysis of potential 
breaches in the stabilising influence of norms, within the system and within organisations that may 
influence the system. In the analysis it was discovered that two of the most severe breaches in what 
EIA is expected to achieve in theory and what it can achieve in practice are found in the inability of 
EIA to mitigate indirect impacts of road projects, and in the power placed on the local citizens in 
determining the value of the environment. Of major consequence is also the poor implementation of 
The Basis for Decision Criterion, The Alternative Criterion, The Environmental Impact Criterion, 
and The Checking or Review Criterion, which are all given high priority in national and 
international legislation and guidelines. Poor enforcement of said criteria means that EIA in 
Tanzania cannot be considered effective based on both national and international effectiveness 
criteria. The reason for the poor enforcement of said criteria could thus be linked to ineffective 
institutionalisation of the role to be played by EIA, in the EIA system.  
 
Barriers in the cognitive dimension of institutions have been found in the analysis of attitudes 
among planners in the EIA system. Regarding objectives of EIA, the most noticeable conflict 
between legislation and practise is the highly prioritized value of the communicative aspect of EIA 
in legislation and it’s low/no priority among EIA practitioners. This conflict indicates a rationalist 
approach to EIA within the professional EIA culture but a communicative approach in legislation.  
Another conflict as to the objective of EIA is the high value attributed  to the objective of finding 
the environmentally best solution, where this receives top priority in the professional culture but the 
EIA system via legislation places no value on this objective. However, if the objective of EIA must 
be to find the environmentally best solution then EIA may not be the best instrument, seeing that in 
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reality it does not provide a broad spectrum of solutions. A better instrument may be a Regional 
Assessment of all road options, allowing decision-makers to choose the environmentally best 
option.  
 
Regarding attitudes towards the environmental planning system the cognitive dimension supports 
the problems found in the regulative and normative dimensions; these challenges include the 
attitudes of the local planners towards local responsibility for environment. The regulative 
framework indicates that the local authorities are unable to enforce environmental regulations, and 
the normative framework underscores the problems caused by political interests in infrastructure 
development and the lack of motivation among local planners in taking on environmental 
responsibility. Solutions to overcoming these challenges may not be found within the existing 
planning system but may require more central control over environmental issues at local level, 
combined with changes in energy and water laws as well as establishment and enforcement of land 
use plans and regulations.  
 
Regarding attitudes towards EIAs role in decision-making the national level views EIA as important 
in decision-making while planners at local level in general attribute EIA less importance in 
decision-making, indicating a conflict in the status of EIA. This challenge could be overcome 
through sensitization of local planners as to the significance of EIA in development planning. 
However, the fact that the Basis for Decision-Making Criterion did not show a successful degree of 
implementation may indicate that although EIA professionals at national level in theory value EIA 
in decision-making, they do not value it much in practice. This in turn may indicate that the 
criterion is poorly institutionalised in that it is not “taken for granted” throughout the EIA system.  
 
The fact that the Basis for Decision-Making Criterion is poorly implemented may also be an 
indication that the foundation upon which decisions are made is incompatible with the mindsets of 
the planners at ministerial level. Among planners dealing with infrastructure one can assume a high 
level of rationalist thinking, and dense text of an EIA report may not be the best foundation upon 
which the decision-makers can base their decisions. Therefore a visual map including all aspects 
worth considering (i.a. forestry, wildlife and water projects and all road networks) may be a useful 
contribution along with a regional study to consult for further detail. 
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Based on a collective interpretation of these challenges it is concluded that the success of the government’s 
recommendations of widening the scope of EIA to include environmental assessment of all new policy, plans 
and programmes (Strategic Environmental Assessment (SEA)) will be highly dependent on changing the 
mind-sets and motivation of top personnel at ministerial level, as well as promoting environmental awareness 
at regional and local level. Furthermore, a major factor that will influence on the increased success of EIA, 
and a requirement for the success of SEA, is found to be the establishment and enforcement of land-use plans 
and regulations, as well as a change in the national energy supply and enforcement of existing environmental 
laws. Without these changes, population increase, resulting from improved roads, will continue to result in 
unsustainable land-use and use of natural resources. 
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9.4 Interviews October – November 2006 
9.4.1 National level 
 
Ministry of Infrastructure Development – Head of Environmental Section (14.11.06) (appendix 
14) 
Ministry of Infrastructure Development – ex-Danida advisor in Environmental Section 
(07.02.06) (appendix 15) 
National Environmental Management Council – Principle Environment Management Officer 
(15.11.06) (appendix 16) 
TANROADS- head of environmental unit at national level (17.11.06) (appendix 17) 
 
9.4.2 Regional level 
 
TANROADS Regional Manager in Arusha region (23.10.06) (appendix 1) 
TANROADS Civil Engineer in Arusha region (24.10.06) (appendix 2) 
TANROADS Regional Manager in Manyara region (31.10.06) (appendix 3) 
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9.4.3 District Officials of Makuyuni – Ngorongoro Road 
 
Agriculture and Livestock Development Officer– civil servant at district level (26.10.06) 
(appendix 5) 
Secretary for Network for Individuals Concerned for Environment - Environmental expert in 
Moduli district (26.10.06) (appendix 6) 
Ex-Councillor of Mto wa Mbu – Politician in Monduli District (26.10.06) (appendix 7) 
9.4.4 Citizens of Makuyuni – Ngorongoro Road 
 
Maasai pastoralist (1) (M) (25.10.06), 8 kms from Makuyuni (25.10.06) (appendix 8) 
Maasai pastoralist (2) (M) (25.10.06), 12 kms from Makuyuni (25.10.06) (appendix 9) 
Retired teacher (F), 25 kms from Makuyuni in outskirts of Mtu wa Mbu (25.10.06) (appendix 10) 
Wildlife manager (M), 30 kms from Makuyuni in Mtu wa Mbu centre (25.10.06) (appendix 11) 
Business woman (F), 30 kms from Makuyuni in Mtu wa Mbu centre (25.10.06) (appendix 12) 
 
 
9.4.5 Citizens of Minjingu – Babati Road 
 
Village traditional leader (M), 20 km from Makuyuni, (30.10.06) 
Two farmers by the road (M), 26 km from Makuyuni, (30.10.06) 
Villager in Mdori (M), 30 km from Makuyuni, (30.10.06) 
Man by road (M), 37 km from Makuyuni, (30.10.06) 
Man at a bus stop (M), 43 km from Makuyuni, (30.10.06) 
Shopkeeper in road catchment area (W), 45 km from Makuyuni, (30.10.06) 
Builder by the road (M), 51 km from Makuyuni, (30.10.06) 
Person by road (farmer) going to church (W), 55 km from Makuyuni, (30.10.06) 
Person by road (farmer) going to church (W), 59 km from Makuyuni , (30.10.06)  
 
(Summary: appendix 13) 
9.4.6 Funding agencies 
 
JICA- Assistant Resident Representative, funding agency for Makuyuni – Ngorongoro road 
(16.11.06) (appendix 14) 
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ADB - Roads Counsellor, proposed funding agency for Minjingu – Babati road (16.11.06) 
(appendix 15) 
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10.1 Appendix 1 
 
Summary of recorded interview with TANROADS regional manager in Arusha  
 
 
 
 
 
 
 
Introduction: Discussion to localize the two roads in Arusha region.  
 
Arusha-Namanga: Upgrading of an existing road. Not interesting to conduct EIA. 
 
Makuyuni-Ngorogoro:  There was a track. Monduli and Karatu district were responsible. 
 
Babati-Makuyuni: There are ongoing studies but it is in Manyara region. Headquarter is in Babati. 
Asked for contact details for TANROADS regional manager in Babati. 
 
 
Questions for TANROADS  
 
1. What is the official structure of road planning and where does EIA fit in? 
Normally, the consultant follows the guidelines from NEMC. TANROADS is just six years old 
and before TANROADS MoW (now MoID) did the same tasks that TANROADS now does. But 
MoID is the owner of the project and TANROADS the implementer. Normally the consulatant is 
hired by TANROADS to conduct three major studies:1)An engineering study 2)An economic 
study 3) The Environmental study. In the economic study is also the social study. The whole 
decision is based on all three studies. In Tanzania it depends on the donor; if f.ex the WB have 
some regulations and ADB other regulations we need to follow the donors regulations. The 
report must be agreed by the NEMC and the minister or permanent secretary, which is the 
major stakeholder for the environment. Afterwards the report is send to the donor. NEMC is a 
council for the Minister of Infrastructure Development. TANROADS is just one agency for the 
ministry. In principle the government is requesting a lot of aid for certain roads but the donors 
decide if the road is feasible.  
The planning structure is rigid, not parallel. However, if NEMC oppose something it still moves 
on to the Minister of Councils who can judge. 
2. How does EIA influence on decision-making?  
Nowadays EIAs are taken seriously. 
Occupation: TANROADS Arusha Regional Manager 
Sex: M 
Town: Arusha town 
Concerned road: Makuyuni-Ngongoro road 
Date: 23.10.06 
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3. Are there limitations to EIA? What?  
The major problem is that there must be enough funding to restrict unnecessary unsettlement. The 
problem is not the road but the impacts of the road, like resettlement. There are other projects that 
are more in need of EIA, than roads. The EIA has to be funded in such a way that unseen 
resettlement can be tackled. 
4. How are the analytical results processed and passed on to politicians? There must always be 
an executive summary. This is non-technical. 
5. How are potential impacts passed on to the general public? The Public want development. 
You can’t do an EIA without involving the public. They have to be invited to a meeting. But 
it is better you talk to someone at the head office Mr. Mgeta and also Mr. Mchallo at the 
NEMC.  
6. Delegating great responsibility to the local level makes environmental protection more or 
less inconsistent?  Our local government does not have good capacity, so it would make it 
somewhat inconsistent. So for the time being it is not yet good. 
7. Authorities and political bodies should be bound by the result of the EIA? Yes defiantly. 
8. By making environmental assessments on policy, plans and programs (strategic) the need 
for EIA on individual projects is reduced? Yes!  
9. In prioritised order what is the object of EIA: 
• 3.To find the environmentally best solution 
• 1.To provide a broad material for decision-making 
• 2.To illuminate alternatives 
• 4.To find good mitigation measures 
• 5.To find the most cost-effective alternative 
• 6.To decide on the permissibility of the  project 
• 8.To inform the public 
• 7.To get inputs from the public 
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10.2 Appendix 2 
 
Summary of recorded interview with Civil engineer for TANROADS Arusha Region. 
  
Occupation: Civil engineer for TANROADS Arusha Region. 
Sex: M 
Town: Arusha town 
Concerned road: Makuyuni-Ngongoro road 
Date: 24.10.06 
 
Introduction: Discussion to localize the two roads in Arusha region 
 
Babati-Makuyuni: The road where EIA has been tested thoroughly. 
 
Makuyuni-Ngorogoro: An environmental expert committee was formed as it is a high sensitive area 
where animals migrate in the corridor from Serengeti-Ngorogoro. The mode of handling the 
procedure is now adopted for roads build after.  
 
TANROADS Role: By then TANROADS was not there. Personally he was elected to represent the 
regional office of MoW. He helped in building and designing up till the completion.  
 
The process: First of all was to understand the need of the road, why not use an other alternative? 
After understanding that no other alternative is feasible it was important to get the opinion of 
people. So we had a sociologist from Monduli district conduct the study. After getting the opinions 
meetings were held. People were eager to have the road. The people most concerned were the 
people from Manyara National Park, due to their concern for animal kills. They were opposing a 
bit but their ideas were incorporate;, such as not making the road too wide. Everyone was involved 
from the districts, regions etc. and all ideas and opinions were incorporated. So everyone was taken 
into consideration.  
 
Decision-making: As long as the NEMC is involved it influences on decision-making – they come 
with many recommendations.   
 
 
Questions Civil engineer for TANROADS Arusha Region. 
 
1. How is implementation of mitigation measures secured if the project is accepted? 
Several mitigation measures have been implemented. Especially the drifts where animals can 
pass, which are designed in a colour which accommodates the animals. 
2. How much focus is there on requesting an environmental management plan as part of EIS? 
The plan was there during construction and a year after. It has been weak after 
implementation, when it was handed over to the client. 
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3. Are EIA recommendations carried over into tender documents and contracts? Yes. It is 
incorporated in the contract for the contractor. Every three months there was a check to see 
if the contractor was keeping the agreement. The contractor always suffers.    
4. How are potential impacts passed on to the general public? The majority are illiterate and 
EIA does not mean much to them. We mainly informed them about compensation and also 
the negative impacts regarding their livestock, animal corridors etc. We informed them 
about a resettlement plan which would prevent them from settling near the animal corridor.  
5. Are there sometimes conflicts in understanding? What conflicts? No because they focused 
on the need for a road, due to the poor condition of the road at that time. 
6. Are the public interests reflected in the definition of the environmental issues and the 
description of its impact? Yes of cause. 
7. How are they gathered? Lots of writing and communicating via sitting down with people, or 
representatives of the different villagers.  
8. Are the participants provided equal opportunity to put forward and challenge arguments and 
counter arguments in the various stages of the EIA process? How? Yes, people were given 
opportunity to give their opinion of the project. I was not involved in the meetings with the 
public. The only problem the people had with the road was the issue of resettlement. But 
they were compensated.  
9. What were the procedural challenges? By then there were no local criteria to measure 
against, such as standard noise and pollution levels. So we had to establish our own. I don’t 
know if these exist now? 
10. Who reviewed the EIA?  The latest meeting was held the week I left for Denmark. The 
intention was to hold meetings for three years to follow up on the recommendations in the 
mitigation plan. People at district level are responsible for enforcing the plan. . 
11. On what grounds was effectiveness concluded? Without the EIA there would be no 
environmental protection. Now the effects of the EIA recommendations were evaluated in 
the last meeting. 
12. Who was the final decision-maker? MoID remain responsible but now the TANROADS are 
taking increasing responsibility. Of cause there is the issue of foreign assistance but the 
MoID are responsible for procedures etc. but I don’t really know much about the central 
level issue. 
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13. Delegating great responsibility to the local level makes environmental protection 
inconsistent? Yes because there are too many individual interests at local level, political etc. 
It is more convenient if the EIA comes from the top so that politicians at local level cannot 
disturb the process by taking offence at critical comments regarding the road, that he wants 
build. 
14. Authorities and political bodies should be bound by the result of the EIA? Yes because if 
these bodies should be involved the EIA should be conducted about three years in advance, 
because the politicians always take a long time to decide. If they are incorporated in the 
process it complicates things. If there are a lot of parties involved it will complicate things, 
because there is nothing more political than roads. Roads mean a lot in politics, so they will 
always opt for roads. EIAs should be conducted much earlier than the design, so that the 
recommendations can be incorporated in the tender documents, in the design etc.  
15. By making environmental assessments on policy, plans and programs (strategic) the need 
for EIA on individual projects is reduced? Yes! 
16. In prioritised order what is the object of EIA: 
• 7.To find the environmentally best solution 
• 2.To provide a broad material for decision-making 
• 1.To illuminate alternatives 
• 3.To find good mitigation measures 
• 4.To find the most cost-effective alternative 
• 5.To decide on the permissibility of the  project 
• 8.To inform the public 
• 6.To get inputs from the public 
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10.3 Appendix 3 
 
Summary of recorded interview with TANROADS regional manager in Manyara 
 
Occupation: TANROADS Regional Manager for Manyara Region 
Sex: M 
Village: Babati town 
Concerned road: Singida-Babati-Minjingu road 
Date: 31.10.06 
 
The process 
17. Have you been involved in the EIA process of the Babati-Minjingu Road? Yes, consulted as 
owner of road 
18. When did the EIA study begin and when was it completed? Submitted 11 October and in 
August 2005 the contract was awarded. Field visits were conducted in January 2006 
19. Who was the consultant to produce the EIA report? Carl Bro 
20. Who carried out the initial EIS study? Local freelance consultant 
21. What was your role in the process? Coordinating the consultation with the various 
stakeholders and identifying issues as well as commenting on reports. 
22. On what grounds was in concluded that a full EIA was necessary? On the basis of guidelines 
both national and for the road sector 
• What may be the major environmental consequences of the construction? The road passes 
animal corridors 
23. What stakeholders were involved in the process? At national, regional and district level? 
Detailes are found in the report. Briefly it was NEMC at national level and at regional level 
it was TANROADS. 
24. Has the NEMC and MoID accepted the EIA? It has not yet been submitted to the NEMC or 
MoID 
25. Has it already been agreed that the road construction will go ahead? No 
• Who is the funding agency? ADB but Nordic Development Fund has funded the EIA and the 
design study. 
26. How is implementation of mitigation measures secured?  
• During construction? Incorporated in tender document leaving the constructor responsible 
• After completion of the road? Monitoring by district environmental committee, NEMC and 
MoID 
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• Is there a request for an environmental management plan as part of EIS? Yes 
• Are EIA recommendations carried over into tender documents and contracts? If these are 
made. Who is responsible for this? Yes, TANROADS is responsible and it is checked by 
MoID and NEMC 
 
Information sharing 
27. What is the procedure for identifying concerned stakeholders? They turn up at announced 
meetings 
 
• How are affected citizens identified? When the road alignment is known the property of 
those in the way of right is marked (there is a band of 45M) 
 
28. How were the stakeholders opinions recorded and used? The EIA teams visited the places 
and villagers were invited to meetings. 
 
• How many meetings were held that you attended?  Three 
• Who was there? Citizens who wanted to know if their property was affected. They were 
informed through letters to village leaders, who were responsible for inviting people. 
 
• Who chaired the meeting? Councillor of area or ward officer 
• Was everyone provided opportunity to put forward arguments for or against the road? The 
team leader explains the purpose of the meeting and people are invited to express 
themselves. The team made a note of mentioning that they are not from TANROADS because 
they were not interested in resettlement issues.  
 
• Who did most of the talking? The people who held the meeting or the citizens? Both. 
 
• Did you feel that the atmosphere was informal or formal? Informal. 
 
• How was the language of the meetings? Very normal or very technical? Normal. 
• What were the major issues that were brought up by the affected citizens? Compensation or 
no compensation. In some areas it will be necessary to dig up gravel for the road by 
entering peoples properties. This will leave burrow pits. 
 
• What were the major issues brought up by the people who conducted the meeting? 
Informing the citizens of the project and possible environmental consequences. They were 
surprised at the amount of knowledge the local population had on environmental issues. 
 
• What were the conflicts? How were they solved? Usually the individuals and TANROADS 
discuss and agree on compensation to be included in Bill of Quantities 
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• Did you change any of your opinions about the road as a result of the meeting? What and 
why? No 
 
29.  Do you think the citizens’ recommendations influence the decision-making? 
• How in this particular case? Not sure. The decisions were blessed by people. 
30. What are the challenges in incorporating stakeholder opinions? Too divergent views and 
political conflicts. Ex. In a village with two strong political parties which divides the views 
of the people.  
 
Post EIA studies 
31. Who will\has review(ed) the EIA? NEMC 
32. What factors will determine if the EIA is effective? 
• If guidelines are followed? Yes and adequate consultation 
• The Review teams own criteria? Yes 
 
Opinions of EIA and environmental responsibility 
33. Delegating great responsibility to the local level makes environmental protection 
inconsistent? Yes because environment is not a priority, poverty is. 
34. The result of the EIA should determine if the road is build or not? why? No because the 
value of the EIA should be to identify mitigation measures.  
 
35. If environmental assessments are made on all new policies plans and programs then the need 
for EIA on individual projects is reduced? Not sure. But in the current EIA there is much too 
much focus on monitoring compared to compensation. 
 
36. In prioritised order what is the object of EIA (1 most important – 8 least important) 
• 3.To find the environmentally best solution 
• 5.To provide a broad material for decision-making 
• 2.To illuminate alternatives 
• 1.To find good mitigation measures 
• 4.To find the most cost-effective alternative 
• 8.To decide on the permissibility of the  project 
• 7.To inform the public 
• 6.To get inputs from the public 
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10.4 Appendix 4  
 
The role of regional and central level interview respondents 
 
1) The first group is the “TANROADS regional planners”, where three persons were interviewed: 
The TANROADS Regional Manager and Civil Engineer in Arusha region and the TANROADS 
Regional Manager in Manyara region. The TANROADS Regional Manager in Arusha and 
Manyara Region respectively, are responsible for procurement and management of contracts for all 
types of road work on roads classified as National Trunk Roads. The Regional Managers are 
responsible for gathering and reporting environmental information, which may have negative 
impacts, to the National TANROADS Environmental Unit. Furthermore, the Regional Managers 
are responsible for securing that mitigation measures are incorporated in the road Management Plan 
and that monitoring is carried out. They are likewise responsible for implementing resettlement 
compensation and informing the public of new road projects and potential environmental impacts. 
The TANROADS Civil Engineer was interviewed because he was part of the EIA engineering team 
during the EIA process of the Makuyuni-Ngorongoro Road. Furthermore, according to the 
TANROADS regional manager in Arusha region, he is the regional EIA expert and had recently 
returned from a workshop in Copenhagen, where he presented Tanzania’s experience with using 
EIA in the road sector. 
 
 
2) The fourth group stands for the “Administrative and Professional Staff at National Level”. Here 
four persons were interviewed: Ministry of Infrastructure Development – Head of Environmental 
Section, Ministry of Infrastructure Development – ex-Danida advisor in Environmental Section, 
National Environmental Management Council – Principle Environment Management Officer and 
the TANROADS- head of environmental unit at national level. 
 
The Ministry of Infrastructure Development – Head of Environmental Section is an important 
respondent at national level due to the respondent’s central role in creating the Environmental 
Assessment and Management Guidelines for the Road Sector and responsibility of securing EIA 
quality. This is the final stop for the EIA report before it is sent to the National Environmental 
Monitoring Committee (NEMC) for approval and later to the donors and ministers for final 
decision-making. The interview can be found in appendix ?.  
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Ministry of Infrastructure Development – ex-Danida advisor in Environmental Section is 
considered an important respondent for several reasons. First of all he is not an integrated part of the 
national EIA system and can thus be expected to hold outside views on the flaws and possibilities 
within the EIA system. He was in fact the first person interviewed, half a year earlier than the other 
participants during my time as trainee at the Danish Embassy in Dar es Salaam, and his critical 
views on the EIA system are one of the motivating factors behind this thesis. Furthermore, he is co-
author to the recently published Environmental Assessment and Management Guidelines for the 
Road Sector (2005) as well as the EIA report for the Singida – Babati – Minjingu road (2006). This 
interview had little prior instrumentation due the explorative nature. However, in order to recall the 
contents the interview was recorded and a summary can be found in appendix ?.  
 
National Environmental Management Council (NEMC) – Principle Environment Management 
Officer is likewise a central informant due to his position of evaluating and commenting on EIA 
reports and recommending approval or disapproval of EIA certificates. The interview can be found 
in appendix ?. 
 
 TANROADS- head of environmental unit at national level has the overall responsibility of checking 
that mitigation measures from the EIA are carried over into the environmental management plan. 
Furthermore, he has the responsibility of requesting monitoring assistance from the NEMC and thus 
securing that all environmental considerations are taken into account before, during and after the 
project is implemented. This actor is thus of central significance in the EIA system and the 
interview can be found in appendix ?. 
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10.5 Appendix 5 
 
Interview with the Argriculture and Livestock development Officer in Monduli District 
 
Name:  John Lucumay 
Occupation in relation to EIA: Agriculture and Livestock Development Officer. 
Involved in data collection for the EIA of the concerned road. Has also been involved in 
several EIA studies of agriculture related projects in Arusha and other regions (e.g. 
irrigation in Mto wa Mbu and effects of agriculture on the water quality in lake Manyara) 
Area: Monduli District Council 
Road concerned: Makuyuni-Ngorogoro Road 
Date: 26.10.06 
 
 
1. Were you involved in the discussions about the building of the Ngorogoro/Makuyuni road? 
Yes 
 
2. When were you informed of plans to build this road? Long time before construction, I do not 
remember the year. 
 
3. What process were you part of? What was your role? Collection of data for the socio-
economic survey (population data, production data, livestock data etc.) 
 
4. Do you feel you had any influence on whether or not the road was to be build? Yes because 
of the economic viability study that I was part of. The study showed that the project was 
economically viable. 
 
 
If no to the above ask now if yes ask at the end 
5. What is your opinion on the road? Has it improved the life of the people 
living by it? Yes because it has made life easier for the people living by 
the road. They have gained in terms of mobility, economics, travel time 
and general comfort. 
 
6. Are you aware of any negative environmental affects of the road? What? 
No. Not even during construction because I think all the mitigation 
measures were implemented. 
 
7. Has anyone evaluated recently how the road has impacted on the 
environment or the life of people? Who and why? No. 
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 (In case the respondent has attended meetings on the road) 
8. How many meetings were held that you attended?  NA 
9. Who was there? NA 
10. Who chaired the meeting? NA 
11. Was everyone provided opportunity to put forward arguments for or against the road? NA 
 
12. Who did most of the talking? The people who held the meeting or the public? NA 
13. Did you feel that the atmosphere was informal and relaxed? NA 
14. How was the language of the meetings? Very normal or very technical? NA 
15. What were the major issues that were brought up by the people living in the area? NA 
 
16. What were the major issues brought up by the people who conducted the meeting? NA 
 
 
17. Were there many conflicts? How were they solved? NA 
18. Did you change any of your opinions about the road as a result of the meeting? What and 
why? NA 
 
Questions for everyone  
 
19. Have you seen any report written on the road after the meeting was held? Have you tried to 
get hold of one? Which one and why? No and No 
 
20. Do you think it is better that the local government has responsibility to make sure that the 
road has no negative effect on the environment or is it better  that the central government 
tries to protect the environment? Why? Local government because it is the district that 
suffers the direct consequences and is therefore in the better position to give 
recommendations on how to handle the situation. 
 
 
21. Do you think that the effects of the road on the environment should be able to stop the 
building of the road? Why or why not? Ideally yes if EIA shows negative effects. However, 
in practise I do not have experience in this being the case. The decision to implement a 
project is made before the EIA is carried out and the purpose of the EIA is often to prove 
that there will be no severe consequences. The EIA should be done well before project 
implementation and there should be an evaluation after the construction is finished so that 
any flaws can unforeseen consequences can be taken care off. This rarely happens. 
 
 
22. In prioritised order what is the object of EIA (1 most-8 least): 
EIA in the Road Sector     Appendix 5 
Interview with the Agriculture and Livestock Development Officer in Monduli District 
 13
• 6. To find the environmentally best  
solution 
• 1. To provide a broad material for 
decision-making 
• 5. To illuminate alternatives 
• 4. To find good mitigation measures 
• 7. To find the most cost-effective 
alternative 
• 1. To decide on the permissibility of 
the  project 
• 8. To inform the public 
• 3. To get inputs from the public 
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10.6 Appendix 6  
 
Interview with sectrtary for the Network for Individuals Concerned for Environment 
(NICE) 
 
Name:  Donald M. Tumari 
Occupation in relation to EIA: Secretary for “Monduli-NICE (Network for Individuals 
Concerned for Environment)” for five years. NICE is from 2. Feb. 2004. He attends many 
meetings with the district council and is respected in the community. His opinions on the 
environment thus have influence on the attitudes of the civil servants and politicians at 
district level. He was referred to as the environmental expert in the district. 
Area: Monduli district 
Road concerned: Makuyni-Ngorogoro Road 
Date: 26.10.06 
 
 
1. Were you involved in the discussions about the building of the Ngorogoro/Makuyuni 
road? No not directly involved 
 
 
2. When were you informed of plans to build this road? I do not remember but I remember 
that people along the road were informed before construction. In connection with 
construction they were offered the opportunity to be provided dams for their cattle. The 
dams were made from the excavation necessary for road construction. Further they 
were provided employment opportunity during the road construction process. 
 
3. What process were you part of? What was your role? I was not involved because I did 
not live near the road and at that time I was working in the banking business 
 
 
4. Do you feel you had any influence on whether or not the road was to be build? No (see 
above) but I also do not think the citizens concerned influenced the decision. At least 
they did not have any objections to the road and were very eager for construction to 
begin. 
 
If no to the above ask now if yes ask at the end 
5. What is your opinion on the road? Has it improved the life of the people 
living by it? It has greatly improved the life of the people living by it 
because it makes it much easier for them to transport goods, it is time-
saving and there are less accidents on the road. 
 
6. Are you aware of any negative environmental affects of the road? What? 
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In my opinion the construction work should have been accompanied by a 
tree-planting scheme. Because trees were removed but no new trees 
planted, like they were, for example, by the airport road where there is 
now a nice arch of trees along the road. This is not only nice to look at but 
also necessary in terms of soil erosion prevention. 
7. Has anyone evaluated recently how the road has impacted on the 
environment or the life of people? Who and why? No. 
 
 
 (In case the respondent has attended meetings on the road) 
8. How many meetings were held that you attended?  NA 
9. Who was there? NA 
10. Who chaired the meeting? NA 
11. Was everyone provided opportunity to put forward arguments for or against the road? 
NA 
 
12. Who did most of the talking? The people who held the meeting or the public? NA 
13. Did you feel that the atmosphere was informal and relaxed? NA 
14. How was the language of the meetings? Very normal or very technical? NA 
15. What were the major issues that were brought up by the people living in the area? NA 
 
16. What were the major issues brought up by the people who conducted the meeting? 
 
 
17. Were there many conflicts? How were they solved? 
18. Did you change any of your opinions about the road as a result of the meeting? What 
and why? 
 
Questions for everyone  
 
19. Have you seen any report written on the road after the meeting was held? Have you 
tried to get hold of one? Which one and why? No and No 
 
20. Do you think it is better that the local government has responsibility to make sure that 
the road has no negative effect on the environment or is it better  that the central 
government tries to protect the environment? Why? Both. Local government should be 
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responsible for checking up on the effects of the road and should demand things like 
tree planting schemes. They should follow up on issues related to traffic accidents and 
have a plan for what to do when for e.g. cars leak fuel on the road, which is very bad for 
the livelihood of people living by the road. They should also be obliged to do regular 
check-ups on material conditions, for e.g. regular inspections of bridges where 
sometimes pieces go missing due to heavy rain or poor maintenance. The central 
government should just be responsible for distributing the fair amount of funds collected 
from e.g. fuel-road toll revenues. We pay about 20% toll on fuel and we should receive 
the same amount back to the region that we pay. 
 
21. Do you think that the effects of the road on the environment should be able to stop the 
building of the road? Why or why not? No, but mitigation measures should be 
implemented and compensation to nature and affected citizens secured. 
 
 
22. In prioritised order what is the object of EIA (1 most-8 least): 
• 2. To find the environmentally best 
solution 
• 1. To provide a broad material for 
decision-making 
• 6. To illuminate alternatives 
• 4. To find good mitigation measures 
• 8. To find the most cost-effective 
alternative 
• 3. To decide on the permissibility of 
the  project 
• 5. To inform the public 
• 7. To get inputs from the public 
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10.7 Appendix 7 
 
Interview with Ex-Councillor of Mto wa Mbu 
 
Name:  Ramadhani S. Sevingi 
Occupation in relation to EIA: Ex-Councillor of Mto wa Mbu. Elected by the public. 
Area: Monduli district, Mto wa Mbu Ward 
Road concerned: Makuyni-Ngorogoro Road 
Date: 26.10.06 
 
 
1. Were you involved in the discussions about the building of the 
Ngorogoro/Makuyuni road? Yes. 
 
2. When were you informed of plans to build this road? In 1998 think 
3. What process were you part of? What was your role? I attended meetings where 
the road plans were discussed. I took part in stating the plan to other meeting 
members. 
 
4. Do you feel you had any influence on whether or not the road was to be build? 
Not personally because everyone was so interested in getting the road build that 
the plan and all conditions were accepted. 
If no to the above ask now if yes ask at the end 
5. What is your opinion on the road? Has it improved the life of the people 
living by it? The road has resulted in more business activities, more 
community facilities and general socio-economic development along the 
road. 
 
6. Are you aware of any negative environmental affects of the road? What? 
Yes. The increased population in Mto wa Mbu has resulted in 
environmental degradation. For example, increased tree-cutting, 
cultivation activities and also the water resources of lake Manyara are 
affected. 
 
7. Has anyone evaluated recently how the road has impacted on the 
environment or the life of people? Who and why? TANAPA have made an 
evaluation of the status for animals that are hit by cars along the road. 
 
 
 (In case the respondent has attended meetings on the road) 
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8. How many meetings were held that you attended?  3 
9. Who was there? Village citizens, Village leaders, District leaders 
10. Who chaired the meeting? District Commisioner 
11. Was everyone provided opportunity to put forward arguments for or against the 
road? Citizens were given most opportunity 
 
12. Who did most of the talking? The people who held the meeting or the public? The 
public 
 
13. Did you feel that the atmosphere was informal and relaxed? Informal 
14. How was the language of the meetings? Very normal or very technical? Normal 
15. What were the major issues that were brought up by the people living in the area? 
The citizens were mainly arguing in favour of the road. They pointed out 
advantages related to travel-time reduction, mobility of products. Also they 
argued that the improved road condition would make it economically viable for 
them to invest in modes of transport. 
 
16. What were the major issues brought up by the people who conducted the 
meeting? Mainly the negative impacts of improved infrastructure. Most important 
was the issue of resettlement due to land for road needed for construction and the 
consequences of migration to the area. 
 
17. Were there many conflicts? How were they solved? The main conflict was 
resettlement compensation. The issue was solved with promises of reimbursement 
(which were not taken into affect) 
 
18. Did you change any of your opinions about the road as a result of the meeting? 
What and why? No because everyone was interested in the road being 
constructed and all conditions were accepted. 
 
Questions for everyone  
 
19. Have you seen any report written on the road after the meeting was held? Have 
you tried to get hold of one? Which one and why? No and No 
 
20. Do you think it is better that the local government has responsibility to make sure 
that the road has no negative effect on the environment or is it better  that the 
central government tries to protect the environment? Why? Local government 
because they have the authority to repair damages done by infrastructure. 
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21. Do you think that the effects of the road on the environment should be able to stop 
the building of the road? Why or why not? No because the effects minor 
compared to the benefits of the road. So they should not stop development. 
 
 
22. In prioritised order what is the object of EIA (1 most-8 least): I am not familiar 
with EIA. 
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10.8 Appendix 8 
 
Interview with affected citizen – Maasai Pastoralist 
 
Age: 23 
Occupation: Maasai pastoralist 
Sex: M 
Village: Maasai village (about 8 km from Makuyuni) 
Date: 25.10.06 
 
 
1. How long have you lived in the area? I was born here 
2. Were you informed that this road was going to be build? When? Yes 
 
3. How were you told? Newspaper, posters, radio…? All 
 
 
4. Did anyone ask your opinion on this before the road was build? Who? No 
 
5. Were you invited to comment on the road? Did you? Nobut I attended a meeting 
 
 
6. Did you or do you know anyone who attended a meeting about the road before it 
was build? Or anyone who commented on the road? What was the meeting or 
comments about?  President Mkapa told the people that the road was to be 
constructed in a meeting. 
 
7. Do you feel you had any influence on whether or not the road was to be build? In 
a way because I supported the development of the road 
 
 
If no to the above ask now if yes ask at the end 
8. What is your opinion on the road? Has it improved your life? How? It has 
brought better transport opportunities. 
9. Are you aware of any negative environmental affects of the road? What? 
No there has been no environmental destruction 
 
10. Has anyone asked you recently how the road has impacted on the 
environment or your life? Who and why? No 
 
 
 
 (In case the respondent has attended meetings on the road) 
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11. When was the meeting I do not remember 
 
12. Who was there? President Mkapa, Minister of livestock development who is also 
the Member of Parliament. 
 
13. Who chaired the meeting? I do not know 
14. Was everyone provided opportunity to put forward arguments for or against the 
road? No 
 
15. Who did most of the talking? The people who held the meeting or the public? The 
village leaders and president. Other people did not get a chance. 
 
16. Did you feel that the atmosphere was informal and relaxed? It was very formal. 
 
 
17. Did you feel that people with more money and power were provided more 
opportunity to speak? No 
 
18. How was the language of the meetings? Very normal or very technical? normal  
 
 
19. What were the major issues that were brought up by the people living in the area? 
none 
 
 
20. What were the major issues brought up by the people who conducted the 
meeting? Construction of the road 
 
21. Were there many conflicts? How were they solved? No conflicts 
 
 
22. Did you change any of your opinions about the road as a result of the meeting? 
What and why? No 
 
23. Have you seen any report written on the road after the meeting was held? Have 
you tried to get hold of one? Which one and why? No  
 
24.  (Ask if person is very informed) Do you think it is better that the local 
government has responsibility to make sure that the road has no negative 
effect on the environment or is it better  that the central government tries to 
protect the environment? Why? It should be with central government 
 
25. Do you think that the effects of the road on the environment should be able to stop 
the building of the road? Why or why not? No because road construction has no 
environmental effect. 
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10.9 Appendix 9 
 
Interview with affected citizen – Maasai Pastoralist 2 
 
Age: 29 
Occupation: Maasai Pasturalist 
Sex: M 
Village: Isilalei (12 km from Makuyuni) 
Date: 25.10.06 
: 
 
1. How long have you lived in the area? Born in the area 
2. Were you informed that this road was going to be build? When? Yes a little but 
the car owners were more informed 
 
3. How were you told? Newspaper, posters, radio…? Newspaper and radio 
 
4. Did anyone ask your opinion on this before the road was build? Who? Yes, the 
member of parliament who came to meetings and visited villages 
 
 
5. Were you invited to comment on the road? Did you? Yes 
6. Did you or do you know anyone who attended a meeting about the road before it 
was build? Or anyone who commented on the road? What was the meeting or 
comments about?  Yes I attended. Present was the vice president and the 
Japanese ambassador. 
 
7. Do you feel you had any influence on whether or not the road was to be build? No 
because there was agreement that the road should be constructed 
 
If no to the above ask now if yes ask at the end 
8. What is your opinion on the road? Has it improved your life? How? 
Transportation has become more comfortable. There is less dust from the 
road and food availability has improved and transport is more reliable. 
9. Are you aware of any negative environmental affects of the road? What? 
The holes left from excavation without vegetation etc. 
 
10. Has anyone asked you recently how the road has impacted on the 
environment or your life? Who and why? No 
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 (In case the respondent has attended meetings on the road) 
11. When was the meeting I do not remember but I remember being informed that the 
road would take four years to construct 
 
12. Who was there? Member of parliament (Edward Lowasa), Chair person for the 
village, village executive secretary 
 
13. Who chaired the meeting? The chairman for the village 
14. Was everyone provided opportunity to put forward arguments for or against the 
road? Everyone was provided opportunity. And everyone was for the road. 
 
15. Who did most of the talking? The people who held the meeting or the public? The 
civilians 
 
 
16. Did you feel that the atmosphere was informal and relaxed? It was friendly and 
relaxed 
 
17. Did you feel that people with more money and power were provided more 
opportunity to speak? No, there was no segregation 
 
18. How was the language of the meetings? Very normal or very technical? Very 
normal  
 
 
19. What were the major issues that were brought up by the people living in the area? 
That there should be put road bumps on the road where there is a high 
concentration of people, and that the constructors in the future should mark the 
areas where no house construction can take place. 
 
20. What were the major issues brought up by the people who conducted the 
meeting? That work which does not demand too much professionalism be 
provided to the people living in the area.  
 
21. Were there many conflicts? How were they solved? There were no conflicts 
because the rehabilitation followed the path of the former road. 
 
 
22. Did you change any of your opinions about the road as a result of the meeting? 
What and why? No 
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23. Have you seen any report written on the road after the meeting was held? Have 
you tried to get hold of one? Which one and why? No 
 
24.  (Ask if person is very informed) Do you think it is better that the local 
government has responsibility to make sure that the road has no negative 
effect on the environment or is it better  that the central government tries to 
protect the environment? Why? It should be with the local government as they 
are involved with the people living by the road and the most frequent users of the 
road 
 
25. Do you think that the effects of the road on the environment should be able to stop 
the building of the road? Why or why not? The people living around the road 
should take care of the environment. The road is a part of the environment. 
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10.10 Appendix 10 
 
Interview with affected citizen – Retired Teacher 
 
Age: 60 
Occupation: Retired teacher 
Sex: F 
Village: Outskirts of Mto wa Mbu (Five km from the town) 
Date: 25.10.06 
 
 
1. How long have you lived in the area? Since 1993 
2. Were you informed that this road was going to be build? When? Yes. I do not 
remember 
 
3. How were you told? Newspaper, posters, radio…? Member of parliament and 
from people living in the area. Newspapers and the company building the road. 
 
4. Did anyone ask your opinion on this before the road was build? Who? Yes, the 
member of parliament. 
 
5. Were you invited to comment on the road? Did you? Yes 
6. Did you or do you know anyone who attended a meeting about the road before it 
was build? Or anyone who commented on the road? What was the meeting or 
comments about? I attended. Present was regional engineer who asked about 
availability of water in the area as well as gravel. 
 
7. Do you feel you had any influence on whether or not the road was to be build? 
Yes 
 
If no to the above ask now if yes ask at the end 
8. What is your opinion on the road? Has it improved your life? How? 
Transportation has become easy. Before the road there were few cars now 
there is more opportunity to conduct business. Cars are passing from 
Arusha to Msoma up to Mwanza. 
  
9. Are you aware of any negative environmental affects of the road? What? 
Yes. There has been more tree-cutting and degradation of the ecosystem. 
There has also been destruction of houses close to the road and 
excavation due to gravel, which were left bare. 
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Has anyone asked you recently how the road has impacted on the environment or 
your life? Who and why? No 
 
 (In case the respondent has attended meetings on the road) 
10. When was the meeting I do not remember 
11. Who was there? Member of parliament (Edward Lowasa), minister for pastoralist 
(at the time) 
 
12. Who chaired the meeting? Member of parliament  
13. Was everyone provided opportunity to put forward arguments for or against the 
road? Everyone was provided opportunity. There were opinions for and against 
construction and especially the Masaai were against due to fear of cars hitting 
their cattle. 
 
14. Who did most of the talking? The people who held the meeting or the public? The 
civilians 
 
 
15. Did you feel that the atmosphere was informal and relaxed? It was friendly and 
relaxed 
 
16. Did you feel that people with more money and power were provided more 
opportunity to speak? Yes 
 
17. How was the language of the meetings? Very normal or very technical? Very 
normal due to the attendants  
 
 
18. What were the major issues that were brought up by the people living in the area? 
That the road be constructed to help transportation of crops and other products. 
And to enable more business to grow. 
 
19. What were the major issues brought up by the people who conducted the 
meeting? To caution people about the dangers of road accidents. 
 
20. Were there many conflicts? How were they solved? There were conflicts about 
resettlement and employment in the road works. Compensation for resettlement 
was promised as well as employment but neither was enforced. 
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21. Did you change any of your opinions about the road as a result of the meeting? 
What and why? No 
 
 
22. Have you seen any report written on the road after the meeting was held? Have 
you tried to get hold of one? Which one and why? No 
 
23.  (Ask if person is very informed) Do you think it is better that the local 
government has responsibility to make sure that the road has no negative 
effect on the environment or is it better  that the central government tries to 
protect the environment? Why? It should be with the local government as they 
are involved with the people living by the road 
 
24. Do you think that the effects of the road on the environment should be able to stop 
the building of the road? Why or why not? It should not stop the development of 
the road because the road is very important for all civilians living in the area 
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10.11 Appendix 11 
 
Interview with affected citizen – Wildlife Manager 
 
Age: 42 
Occupation: Wildlife management with AWF, at the time of construction he was 
involved with constructing the road 
Sex: M 
Village: Mto wa Mbu 
Date: 25.10.06 
 
 
1. How long have you lived in the area? Since 1982 
2. Were you informed that this road was going to be build? When? Yes, I do not 
remember. 
 
3. How were you told? Newspaper, posters, radio…? Radio and people doing road 
survey 
 
4. Did anyone ask your opinion on this before the road was build? Who? Yes 
 
5. Were you invited to comment on the road? Did you? Yes with the opinion that the 
road should be constructed 
 
 
6. Did you or do you know anyone who attended a meeting about the road before it 
was build? Or anyone who commented on the road? What was the meeting or 
comments about?  Yes. The member of parliament was present. 
 
7. Do you feel you had any influence on whether or not the road was to be build? 
Yes because I supported the development of the road 
 
 
If no to the above ask now if yes ask at the end 
8. What is your opinion on the road? Has it improved your life? How? It has 
brought a lot of development to the area. It used to be a very small town 
and now it is growing very fast. 
9. Are you aware of any negative environmental affects of the road? What? 
Removal of gravel, leaving the area bare. 
 
10. Has anyone asked you recently how the road has impacted on the 
environment or your life? Who and why? No 
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 (In case the respondent has attended meetings on the road) 
11. When was the meeting Before the road was constructed (beginning 2000) 
 
12. Who was there? Member of parliament 
 
13. Who chaired the meeting? Member of parliament 
14. Was everyone provided opportunity to put forward arguments for or against the 
road? Everyone was provided opportunity. And everyone was for the road. 
 
15. Who did most of the talking? The people who held the meeting or the public? The 
civilians and member of parliament 
 
16. Did you feel that the atmosphere was informal and relaxed? It was friendly and 
relaxed 
 
17. Did you feel that people with more money and power were provided more 
opportunity to speak? No, involvement was fair 
 
18. How was the language of the meetings? Very normal or very technical? normal  
 
 
19. What were the major issues that were brought up by the people living in the area? 
Reimbursement due to resettlement caused by road construction (not taken into 
affect) 
 
 
20. What were the major issues brought up by the people who conducted the 
meeting? That people in the area would be involved in road construction. 
 
21. Were there many conflicts? How were they solved? Yes because people had being 
living in the road reserves since 1972 and conflicts arose due to demolishing of 
houses. No reimbursements were paid. 
 
22. Did you change any of your opinions about the road as a result of the meeting? 
What and why? People accepted that houses be destroyed and the road 
constructed. 
 
23. Have you seen any report written on the road after the meeting was held? Have 
you tried to get hold of one? Which one and why? No  
 
24.  (Ask if person is very informed) Do you think it is better that the local 
government has responsibility to make sure that the road has no negative 
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effect on the environment or is it better  that the central government tries to 
protect the environment? Why? It should be with the local government as they 
are closer to the people than the central government. 
 
 
25. Do you think that the effects of the road on the environment should be able to stop 
the building of the road? Why or why not? No because the road brings 
development to all civilians. 
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10.12 Appendix 12 
 
Interview with affected citizen – Business Woman 
 
Age: 37 
Occupation: Business woman (working in bar) 
Sex: F 
Village: Mto wa Mbu 
Date: 25.10.06 
 
1. How long have you lived in the area? Born in the area 
2. Were you informed that this road was going to be build? When? I do not 
remember 
 
3. How were you told? Newspaper, posters, radio…? No 
4. Did anyone ask your opinion on this before the road was build? Who? No 
5. Were you invited to comment on the road? Did you? No 
6. Did you or do you know anyone who attended a meeting about the road before it 
was build? Or anyone who commented on the road? What was the meeting or 
comments about? I do not remember 
 
7. Do you feel you had any influence on whether or not the road was to be build? I 
do not know 
 
 
If no to the above ask now if yes ask at the end 
8. What is your opinion on the road? Has it improved your life? How? It has 
helped in terms of transportation 
 
9. Are you aware of any negative environmental affects of the road? What? 
Houses around the road were torn down due to the construction 
 
10. Has anyone asked you recently how the road has impacted on the 
environment or your life? Who and why? No 
 
 
 
 (In case the respondent has attended meetings on the road) 
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11. When was the meeting NA 
12. Who was there? NA 
13. Who chaired the meeting? NA 
14. Was everyone provided opportunity to put forward arguments for or against the 
road? NA 
 
15. Who did most of the talking? The people who held the meeting or the public? NA 
16. Did you feel that the atmosphere was informal and relaxed? NA 
17. Did you feel that people with more money and power were provided more 
opportunity to speak? NA 
 
18. How was the language of the meetings? Very normal or very technical? NA 
19. What were the major issues that were brought up by the people living in the area? 
NA 
20. What were the major issues brought up by the people who conducted the 
meeting?NA 
 
21. Were there many conflicts? How were they solved?NA 
22. Did you change any of your opinions about the road as a result of the meeting? 
What and why? NA 
 
 
23. Have you seen any report written on the road after the meeting was held? Have 
you tried to get hold of one? Which one and why? NA 
24.  (Ask if person is very informed) Do you think it is better that the local 
government has responsibility to make sure that the road has no negative 
effect on the environment or is it better  that the central government tries to 
protect the environment? Why? The authority should be with the local 
government because they are near the people 
 
25. Do you think that the effects of the road on the environment should be able to stop 
the building of the road? Why or why not? No it should not 
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10.13 Appendix 13 
 
Summary of interviews with affected citizens of Babati – Minjingu road 
 
 
 
 
Occupation: 
 Respondent 1: Village traditional leader (M) 
Respondent 2: Two farmers by the road (M) 
Respondent 3: Villager in Mdori (M) 
Respondent 4: Man by road (M) 
Respondent 5: Man at a bus stop (M) 
Respondent 6: Shopkeeper in road catchment area (W) 
Respondent 7: Builder by the road (M) 
Respondent 8: Person by road (farmer) going to church (W) 
Respondent 9: Person by road (farmer) going to church (W) 
 
Sex: 6 male and 3 female 
Village: 
Respondent 1: 20 km from Makuyuni 
Respondent 2: 26 km from Makuyuni 
Respondent 3: 30 km from Makuyuni 
Respondent 4: 37 km from Makuyuni 
Respondent 5: 43 km from Makuyuni 
Respondent 6: 45 km from Makuyuni 
Respondent 7: 51 km from Makuyuni 
Respondent 8: 55 km from Makuyuni 
Respondent 8: 59 km from Makuyuni   
Respondent 9: 65 km from Makuyuni  
 
Road: Babati-Minjingu of Singida – Babati - Minjingu 
Date: 30.10.06 
 
The intended questionnaire, which was used for interviews along the Makuyuni – 
Ngorongoro Road (attached below) proved to be inapplicable seeing that non of the 
respondents had attended meetings. Therefore the replies listed below are based on 
the only information that I was able to get from the respondents: 
 
1. Have you been informed that this road will be reconstructed? How? 
Respondent 1: During election period last year. Nothing since. From the radio 
Respondent 2: No news but observed that red crosses had been put on houses close to the 
road 
Respondent 3: Heard that road works will start in November. At first it was July. From 
the radio. 
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Respondent 4: Have heard nothing. Have no radio 
Respondent 5: Yes. Information was given by people from district environment and land 
survey. They came twice. There has been a meeting where everyone was invited, but 
especially people who received a house number. First time her house got an X and she 
removed that part of the house, now she is waiting for the land officer to return. She has 
been promised reimbursement but has not been invited to any follow-up meeting. 
Respondent 6: Yes. Hear on the radio that construction would begin in November this 
year. TANROADS marked a red x on some houses near the road. 
Respondent 7: Received news on the radio. President Kikwete held a public meeting in 
Magugu 
Respondent 8: Observed that they were here to take soil samples. Also hear it on the 
radio in May 2006. 
Respondent 9: Heard from the president that the road will be constructed. Also heard 
that it was discussed at parliament meetings and over the radio. 
 
2. Are you aware of any meeting nearby that has been held regarding the road? 
Respondent 1: No 
Respondent 2: No 
Respondent 3: No 
Respondent 4: No 
Respondent 5: Yes. Meeting especially regarding resettlement 
Respondent 6: No 
Respondent 7: No 
Respondent 8: No 
Respondent 9: No 
 
 
3. What would be the positive impacts of the road? And the negative impacts? 
Respondent 1: No info. 
Respondent 2: No info. 
Respondent 3: No info. 
Respondent 4: No info. 
Respondent 5: The road should be constructed because it facilitates 
mobility/transportation. Not aware of environmental impacts, the only issue removal of 
houses and the promise of reimbursement. 
Respondent 6: People living near the road have been promised employment. Not aware 
of negative environmental impacts. 
Respondent 7: It will make it easier to travel. Not aware of any negative environmental 
impacts. 
Respondent 8: It will make it easier to travel. Not aware of any negative environmental 
impacts. 
Respondent 9: It will make it easier to travel. Not aware of any negative environmental 
impacts. But there will be many car accidents due to the high speed. 
 
Inapplicable questionnaire: 
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1. How long have you lived in the area? Umeishi muda gain katika eneo hii? 
2. Have you been informed that this road is going to be reconstructed? When? By 
who? Umearifiwa juu ya ujenzi mpya wa barabara hii? Lini? Nani? 
 
3. How were you told? Newspaper, posters, radio…? Je umepata habari kwa njia 
zipi? Magazeti, posta au radio...? 
 
4. Did you attend a meeting about the road? Je ulihuduria mkutano kuhusu barabara? 
 
5. What was the meeting about? Mkutano ulikuwa kuhusu nini? 
 
 
6. Do you think your opinion was considered and influenced on the decision to 
construct the road? How?  Unadhani kwamba mawazo ya wanainchi 
yamezingatiwa katika ujenzi wa barabara hii? Vipi? 
 
 
7. When was the meeting held? Mkutano ulikuwa lini? 
8. Who was present at the meeting? Nani alikuwepo katika mkutano? 
9. Who chaired the meeting? Nani alikuwa mwenyekiti wa mkutano? 
10. Was everyone provided equal opportunity to put forward arguments for or against 
the road? Je kila mtu alipewa nafasi sawa kutoa mawazo katika barabara 
kujengwa au kutokujengwa? 
 
 
11. Did you feel that people with more money and power were provided more 
opportunity to speak? Je wato wenye uwezo wa kifedha na madaraka wamepewa 
nafasi zaidi ya kuongea? 
 
 
12. What was the aim of the meeting? To get opinions from the public or to inform 
the public? Je lengo la mkutano lilikuwa ni nini? Kupata mawazo ya wanainchi au 
kutoa taarifu? 
 
 
13. How was the atmosphere of the meeting? Official or informal? Mazingira ya 
mkutano yalikuwa vipi? Kiofisi au kirafiki?  
 
 
14. How was the language of the meetings? Very normal or very technical? Lugha ya 
mkutano ilikuwa ya kawaida au ya kitaalamu? 
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15. What were the major issues that were brought up by the people living in the area? 
Ni mambo gani muhimu yaliyotolewa na watu wanaoishi katika maeneo hayo? 
 
16. What were the major issues brought up by the people who conducted the 
meeting? Ni mambo gani muhimu yaliyotolewa na watu walioandaa mkutano 
huo? 
 
 
17. What were the conflicts? How were they solved? Kulikuwa na mgogoro upi? Na 
ulitatuliwa vipi? 
 
18. Has your perception of the road changed after the meeting? How? Je mtazamo 
wako kuhusu barabara umebadilika baada ya mkutano? Na kwa vipi? 
 
 
19. Do you think it is better that the local government has responsibility to make sure 
that the road has no negative effect on the environment or is it better  that the 
central government tries to protect the environment? Why? Je unadhani kuwa 
jukumu la mazingira libakie serekali kuu au liwe katika serekali za mitaa? Kwa 
nini? 
 
 
20. Do you think that if the road has negative effect on the environment should the 
construction plans be stopped? Why? Je unadhani kuwa kama ujenzi wa barabara 
unathari kwa mazingira ujenzi huo usimamishwe? Kwa nini? 
 
 
 
 
21. Are you aware of any negative environmental affects of the road? What? 
Unafahamu athari za mazingira katika ujenzi wa barabara? 
 
 
 
22. What is your opinion on the road? How will it improve your life? Je maoni yako 
ni yapi juu ya barabara? Je itaboresha vipi maisha yako?
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10.14 Appendix 14 
 
Interview with Ministry of Infrastructure Development- Head of Environmental section 
 
 
Agency: Funding agency MoI 
Occupation: Head of environmental section 
Name: Mary Assey 
Concerned road: Babati-Mijingu and Mayuni-Ngorogoro 
Date: 14.11.06 
 
 
1. What is MoIDs stand on the objective of EIA? Number the following objectives in 
prioritized order (1 most important – 8 least important) 
• 1.To find the environmentally best solution 
• 3.To provide a broad material for decision-making 
• 4.To illuminate alternatives 
• 2.To find good mitigation measures 
• 7.To find the most cost-effective alternative 
• 8.To decide on the permissibility of the  project 
• 5.To inform the public 
• 6.To get inputs from the public 
 
2. I understand that ADB have agreed to fund the Babati-Minjingu road in Manyara region. Has 
the recently submitted EIA report had any influence on this decision? How? Or was the 
decision made before completion and accept of the EIA report? It might not have had any 
major influence if no major environmental impacts were identified in the screening stage. 
 
3. I understand that JICA funded the Makuyuni-Ngorogoro road in Arusha region. Did the EIA 
report have any influence on this decision? How? Or was the decision made before completion 
and accept of the EIA report? First the project was rejected because this was recommended by 
the consultant (RAITON). However it was also recommended that it could go ahead if a good 
EMP involving the district was made. However, regarding the land use plan, which was a point 
in the EMP, this was not successful. 
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4. Has the NEMC accepted the EIA of the proposed road project of Babati-Minjingu? If not and 
if it has not played a role in decision-making what is the object of this particular EIA? Not yet. 
 
5. Did the NEMC accept the EIA of the Makuyuni-Ngorogoro road or was the decision to 
upgrade the road made before completion of the EIA? The NEMC accepted the screening and 
then the decision was made. 
 
6. According to the TANROADS regional manager in Babati the object of the EIA is to find 
good mitigation measures. How will implementation of mitigation measures be financed on the 
Babati-Mijingu road? How was it financed on the Makuyuni-Ngorogoro road? Depends on type 
of impact. Some are included in the tender document and financed by TANROADS. The 
resettlement plan should also be financed by TANROADS. Sometimes it is the job of the local 
authorities. Ngorogoro-Makuyuni, those settled along the road reserve were not paid, those in 
the realignment area were paid. This was settled according to the 1932 *1967 and 1969( 
Highway Audience Act) 
 
7. According to TANROADS regional manager in Babati the ESIA emphasizes the need for 
construction monitoring. However, according to the regional manager and the citizens 
themselves the major concern in regard to the road project is reimbursement for resettlement. 
The ESIA does not reflect this financial concern or where the finances will come from to the 
same extent. How does MoID deal with this conflict of interest?  It will be dealt with by NEMC. 
The project certificate will not be issued before resettlement reimbursement issues are settled. 
 
8. According to citizens who were forced to resettle along the Mkuyuni-Ngorogoro road they 
were promised reimbursements. However, this was not enforced. Why? They were probably in 
the right of way. 
 
 
9. Who will carry out an evaluation study of the impact of the road post completion? What 
factors will determine if it was a success?  Or is this not considered important? Why not? 
TANROADS may hire a consultant and select a person from NEMC to do the site visits. 
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10. Has an evaluation study been conducted of the impact of the Makuyuni-Ngorogoro road 
post completion? If yes, what was the study used for? If no, why not? In August 2006 there was 
a meeting with the environmental expert team and a site visit report was conducted. If 
mitigation measures are used as plan then the EIA is effective. However, it became apparent 
that the recommended land use plan was not implemented. 
 
In your opinion: 
7. Delegating great responsibility to the local level makes environmental protection 
inconsistent? Why? 
No, but the district and ward level need more environmental education 
8. The result of the EIA should determine if the road is build or not? Yes 
 
9. If environmental assessments are made on all new policies plans and programs then the need 
for EIA on individual projects is reduced? Is this positive or negative? There will be less need 
for detailed EIA and quick analysis will be more used. This is positive because it will provide a 
better overview and not be as cost intensive. 
 
10. Can you think of a less cost intensive way to incorporate the environment in road planning, 
than the current use of EIAs? Well SEA is complicated because EIA is still challenging 
 
11. Why do you think Tanzania has chosen EIA as the main tool for environmental protection 
in road planning? It is good for NEMC or VPO? It is copied from developed countries? But yes 
REA would be better. 
 
12. What is the experience with other tools for EIA is the road sector? 
The new “Planning Environmental Management System” which has something to do with ISO 
standards and which will be financed by Danida and implemented by TANROADS. 
 
13. What are EIAs limitations in the road sector?  
• Awareness by the management (TANROADS and engineers) 
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• Finance 
• Monitoring tools are not present. F.eks there are no tools to measure water pollution 
and dust levels 
• Advantage of EIA is not clear among users of resources 
 
14. How could other methods help solve these limitations?    Awareness raising and inclusion 
of finance for monitoring. This has only been carried out on the Makuyuni-Ngorogoro stretch 
and not on other roads. 
 
15. Other comments on EIA? 
If mitigation measure costs is more than 30 % of the total project cost then the project should 
be abandoned.  
All donors require EIA studies 
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10.15 Appendix 15 
 
Summary of recorded explorative interview with a former advisor in environmental 
section in MoID 
 
Agency: Funding agency MoID 
Occupation: ex-advisor in environmental section 
Name: Jean Noel-Doef 
Concerned road: Babati-Mijingu and Mayuni-Ngorogoro 
Date: 17.02.06 
 
 
 I am interested in some of the challenges found in environmental planning in the Road 
Sector. Especially challenges involving implementation of EIAs? 
 
The new Environmental Management Act (2004) makes it compulsory for the 
implementing agency to carry out EIA in transportation. BUT transportation is not 
defined in the plan.  
 
Monitoring is carried out by the implementing agency (TANROADS) or NEMC. But it is 
not working, it would work if WB was involved. The ministry makes a plan of where they 
would like roads and pass the request to e.g. WB. 
 
NEMC approve projects that should not be improved. Mentions that he made a lot of 
comments discouraging making the Danida financed Chalinze-Segera road on the basis 
of the EIA, which was very poor, but was approved by NEMC never-the-less. 
 
Allowances: NEMC are often pressured by TANROADS to hurry and not delay. All the 
staff thinks about in NEMC and TANROADS is getting into the field and receiving 
allowances.  
They will not attend workshops or meetings if they do receive allowances.  
F.eks a worker in the MoW gets 100,000 TSH/month and 45,000 per day when in the 
field. 
A worker with the same position in TANROADS receives 1,000,000 per month and the 
same 45,000 per day in the field. Neither will attend if allowances are not provided. In 
conparison the same person in Vietnam receives 40 USD per month and no allowances, 
but people still turn up for work. 
 
70% is financed from overseas. 
 
2. What are the major impacts from road projects: 
 
Natural resource depletion! One of the first impacts when a road opens up for an area. 
This happens on all roads everywhere. Charcoal production; slash and burn. 
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One thing to do is to encourage the use of gas, which is more efficient. Problem is that 
the initial outlay is huge for poor people. The government should subsidise gas to enable 
people to effort. There is NO tax on charcoal. Currently one tank for gas is TSH 20,000 
and gas 25,000 and one bag of charcoal about TSH 500. 
Selling charcoal is much more profitable than any agricultural produce, so when a road 
is built slash and burn is preferred to farming.  
This is a problem in all developing countries.   
 
Another problem is that nobody cares about the environment and EIA are only carried 
out because it is a requirement from donors. Unlike in e.g. Denmark the implementing 
agency, TANROADS, are not concerned about their reputation in terms of following up 
on the environmental mitigation measures. 
 
Example: The road build by the Japanese passing by lake Manyara, where small villages 
have developed into small towns. As a consequence more water is required and 
eventually Lake Manyara will disappear. The monitoring done by the Japanese to the 
MoW show only positive results. But the consultant was in charge of noise pollution; 
birds, safety and one person cannot be knowledgeable in all these areas.   
 
 
The policy should be that roads can be provided where the district can manage the forest. 
That should be a condition. The problem is that district officials do not know anything 
about the forests in the area. It could be a good idea to consider making roads where 
other donors are involved in forest management. 
 
Another problem is knowledge about exiciting environmental guidelines. Contractors 
often do not know that guidelines exist. Also no one is interested in checking that 
guidelines are followed without allowances. Therefore it is a huge expense to follow up 
on environmental mitigation measures.  
 
Tanzania 21 regions covering 10,000,000 Km2. Each region is the size of Denmark i.e. 
50,000km2. 
 
The problem with justification of roads was illustrated with requests for a road going 
through Lake Manyara National Park.  
A justification can be that the prime minister has plan to make it possible to be reach the 
neighbouring regional centre within 3 hours. NEMC approves regardless of 
environmental consequences. It has not consequence if the implementing agency does not 
follow the comments made in EIA. 
 
Another major issue is resettlement. 
WB guidelines require that anyone is compensated, whether it is a legal or illegal 
settlement. Tanzanian guidelines only require legal settlers to be compensated. 
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What categories of assessment are in use? 
 
EIA - always 
LEA 
IEE – but could go straight here with REA 
 
 
A SEA could include an overview of natural habitats, lakes, settlements, roads etc. for 
planners to make use of in the first project phase (Planning, feasibility design, 
construction, observation/monitoring). SEA a new phenomenon from about 2000.  
 
The regions have no road maps to guide implementers and lots of resources are spent 
every time a consultant has to carry out an extensive EIA. With REA they can skip the 
dense text, which is read by no one and instead planners can start by looking at a map 
and deciding from there and go straight to making a IEE. This will allow conscious 
avoidance of entering very sensitive areas. 
 
A REA could be made for one region and duplicated for other regions.  
Arusha would be a relevant and interesting test area. 
 
 Other problems in road planning? 
 
Could help cooperation between Tanroads engineer and District engineer who currently 
work independently of each other and overlap on projects.  
MoW   PORALG 
⇓ ⇓ 
Regional  Regional 
⇓ ⇓  
TR engineer  District engineer 
(regional and   (district and feeder roads) 
trunk roads) 
 
New roads are buildt without there being funds to maintain old roads.
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10.16 Appendix 16 
 
Interview with National Environmental Management Council (NEMC) - Principle 
EM officer 
 
Agency: NEMC 
Occupation: Principle EM officer 
Name: Federik Rugiga 
Concerned road: Babati-Minjingu and Makuyuni-Ngorogoro 
Date: 15.11.06 
 
 
1. What is NEMCs stand on the objective of EIA? Number the following objectives in 
prioritized order (1 most important – 8 least important) 
• 1. To find the environmentally best solution 
• 2. To provide a broad material for decision-making 
• 5. To illuminate alternatives 
• 4. To find good mitigation measures 
• 6. To find the most cost-effective alternative 
• 3. To decide on the permissibility of the  project 
• 8. To inform the public 
• 7. To get inputs from the public 
 
 
2. What are EIAs limitations generally and in regard to the road sector? 
• The general public is not aware of the EIA concept, including decision-making 
authorities and developers of projects (investors, proponent) 
• People think of EIA as an added cost to investment and do not see it as part of a 
project 
• There is a lacking capacity for undertaking good EIAs. Consultants are not fully 
capable nor are government authorities at all levels. 
• There is poor financial capacity for undertaking EIA and monitoring as well 
• The EIA certificate has to be signed by the minister, when he is not around 
projects are delayed. 
• The road sector is in the forefront regarding these limitations due to the 
employment of environmental unit officers in both TANROADS and MoID, making 
better than the other sectors. 
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3. How could other tools help solve these limitations? SEA? 
• Creating awareness would help 
• Followed by enforcement of the law 
• SEA is even less known but would be very useful. Other economic tools could also 
be useful. 
 
4. How does EIA influence on decision-making? When in the project cycle? 
EIA is required by the EMA, which is enforced. Construction should therefore not begin 
before the EIA is submitted 
 
 
5. How does public participation influence on the EIA process?  
In the scoping stage,  the consultant will assist the developer in getting views from the 
public, which contribute to the ToR for the EIA. If major impacts are identified these 
should be advertised in the paper. Depending on the respons from the public a public 
hearing may or may not be conducted. This has only happened once in regard to a prawn 
farming project. 
 
6. What is the experience with other tools for EIA in the road sector? And other sectors? 
We have not used other types of assessments, although resettlement issues need better 
social assessment 
 
 
7. What is the goal for other EIA tools in the road sector? 
None at this point 
8.Other comments on EIA in general? 
Despite all the challenges and the new concept taken into account we are doing good. 
This can be seen from the amount of people coming to NEMC asking for information on 
EIA. Even persons who want to start very small scale chicken farming come here (with 
like five chickens). Also the amount of reports that we receive today compared to one year 
ago is amazing. 
 
 
Babati-Mijingu road and Makuyuni-Ngorogoro road 
 
9. I understand that it has been decided to rehabilitate the Babati-Minjingu road in 
Manyara region. Have you seen the recently submitted EIA report? No but there might be 
someone else in the office who has. 
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10. Has the NEMC accepted the EIA of the proposed road project of Babati-Minjingu? If 
not and if it has not played a role in decision-making what is the object of this particular 
EIA? Not yet but the donor will not raise funds if the EIA is not approved. 
 
 
11. I understand that JICA funded the Makuyuni-Ngorogoro road in Arusha region. How 
did the EIA report influence on the decision to rehabilitate this road?  Or was the decision 
made before completion and accept of the EIA report? The EIA was a requirement by the 
donor. I was not involved in that process. 
 
12. Did the NEMC accept the EIA of the Makuyuni-Ngorogoro road or was the decision 
to upgrade the road made before completion of the EIA?  The EIA was approved. 
 
 
13. According to the TANROADS regional manager in Babati the object of the EIA is to 
find good mitigation measures. How will implementation of mitigation measures be 
financed and secured on the Babati-Mijingu road? How was it secured on the Makuyuni-
Ngorogoro road?  
The procedure is that after completion of the EIS and ESMP is made where the total 
budget is included. This is then submitted to the donor. 
 
14. According to TANROADS regional manager in Babati the ESIA emphasizes the need 
for construction monitoring. How will monitoring post construction be implemented? Is 
NEMC involved? 
EMP indicates all phases of the projects. NEMC must monitor all recommendations. It is 
therefore up to the consultant to be aware of all the costs involved. There are two types of 
monitoring, the one done by the proponent and NEMC (monitoring during 
implementation) and monitoring done by the investor. NEMC often lack funds to monitor 
during construction. 
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15. Who will carry out an evaluation study of the impact of the road post completion? 
What factors will determine if it was a success?  Or is this not considered important? Why 
not? 
TANROADS will involve NEMC if there are serious environmental concerns, but this is 
rarely the case. 
 
16. Has an evaluation study been conducted on the impact of the Makuyuni-Ngorogoro 
road post completion? If yes, what was the study used for? If no, why not? Yes but I was 
not involved. 
 
 
In your opinion: 
17. Delegating great responsibility to the local level makes environmental protection 
inconsistent? Why? 
There are issues that require central level attention as NEMC is only represented in Dar. 
It is necessary to delegate responsibility to local level, however, its efficiency depends on 
training of local staff. This is currently being undertaken. 
 
18. The result of the EIA should determine if the road is build or not? 
Yes, but after registration there is a screening stage to determine if full or limited EIA is 
required. A project should thus be rejected at the screening stage. Once it is decided to 
conduct a full EIA it is almost certain that the project will go ahead in order to find good 
mitigation measures. 
 
19. If environmental assessments are made on all new policies plans and programs then 
the need for EIA on individual projects is reduced? Is this positive or negative? No 
because it will only help in creating more awareness among policy makers. There will 
still be the need for EIA. 
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20. Can you think of a less cost intensive way to incorporate the environment in road 
planning, than the current use of EIAs? But it is not so cost intensive. It consumes only 
approx. 1% of project costs. 
 
21. Why do you think Tanzania has chosen EIA as the main tool for environmental 
protection in road planning?  
It is a tool that is used worldwide and we are part of environmental conventions that 
require us to take care of the environment. EIA is useful because it is known worldwide. 
 
22. Where do you think the major EIA challenges lie? In making it count in decision-
making or in implementing all the procedures? 
Both. Decisions are generally donor-driven, without donors it is not certain that NEMC 
would even be involved. Regarding procedures EIAs are useless unless NEMC has funds 
to monitor, otherwise the reports just go on the shelves. 
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10.17 Appendix 17 
 
Interview with TANROADS- head of environmental unit at national level  
 
Agency: Proponent TANROADS 
Occupation: Head of environmental unit in TANROADS 
Name: Sanjo Mgeta 
Concerned road: Babati-Minjingu and Makuyuni-Ngorogoro 
Date: 17.11.06 
 
In your opinion: 
 
1. What is TANROADS stand on the objective of EIA? Number the following objectives in 
prioritized order (1 most important – 8 least important) 
• 3.To find the environmentally best solution 
• 4.To provide a broad material for decision-making 
• 2.To illuminate alternatives (we usually base the new road on the old alignment) 
• 1.To find good mitigation measures (based on experience) 
• 7.To find the most cost-effective alternative (have not yet come to that point in EIA) 
• 5.To decide on the permissibility of the  project 
• 6.To inform the public 
• 8.To get inputs from the public 
 
2. Delegating great responsibility to the local level makes environmental protection more or 
less consistent? Why? We emphasize that the local level be involved as they are the once 
affected. However, they are not much aware. There is an idea that TANROADS is the road 
owner, however, nowadays the district is involved. F.eks.If the road is located in forest reserve 
and borrow pits need to be dug then forest officers from the district are involved to prevent 
felling of protected tree sorts etc. Also the district officers are involved in creating awareness of 
HIV among the casual laborers. 
 
3. The result of the EIA should determine if the road is build or not? Both. We have one 
experience from Arusha where the feasibility study showed that the project was not feasible due 
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to environmental costs. However, usually EIAs are used to find appropriate mitigation 
measures. 
 
4. If environmental assessments are made on all new policies plans and programs then the need 
for EIA on individual projects is reduced? Is this positive or negative? We would still require 
EIA on individual projects. There is one example where the WB required an SEA, so a 
consultant was hired to do the EIA of plans in the transport sector. This was an attempt to 
develop SEA of roads, harbors and railway. But we are still carrying out EIAs for all road 
projects. 
 
5. Can you think of a less cost intensive way to incorporate the environment in road planning, 
than the current use of EIAs? Or is it not cost intensive? Compared to project cost it is not cost 
intensive. However, monitoring funds are lacking. The EIA document is submitted to NEMC 
who do not always have the capacity to review and monitor documents and projects. Sometimes 
3-4 months pass without certificates are issued because the NEMC staff are too few. An other 
problem is that according to regulations if you are doing monitoring then the funds should 
come from own budget. Funds cannot come from the proponent (TANROADS) due to the 
danger of manipulating a matter of interest. However, if NEMC want to go to the site then the 
proponent has to budget for this. 
 
6. Why do you think Tanzania has chosen EIA as the main tool for environmental protection in 
road planning? It starts with the environmental policy in which we are obliged to recognize 
development’s expense on the environment. EIA is thus used as a tool to protect the 
environment, as a step in implementing policies. We are not familiar with using other 
environmental assessment tools.  
 
7. According to the new EMA is it correct that EIAs are required for all major road projects? 
According to the EMA EIAs are required for new road construction only. But in practice when 
rehabilitating existing tarmac roads the NEMC or donors will demand full EIAs. So EIAs are 
normally undertaken whether the road is being upgraded or just rehabilitated. In the 
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regulations there is no clear distinction between major and minor roads. F.eks. the Segera-
Chalinze-Tanga road will undergo maintenance but NEMC and DANIDA require an EIA 
although it is not a new construction. 
8. Do screening results sometimes deem it unnecessary? Examples. 
In reality screening is unnecessary because EIAs are always required. F.eks. at Mtwara a 
corridor EIA was made. JICA wanted to fund a small section of the road (60 km out of 800), 
however, NEMC demanded a full EIA although TANROADS has requested to use the old 
corridor study. 
 
9. Where do you think the major EIA challenges lie? In making it count in decision-making or 
in implementing all the procedures? 
Both. Sometimes it is a problem with cross-country roads because where f.eks on the new road 
going from Arusha into Kenya the Kenyan and the ADB have approved the EIA document but 
Tanzania keeps coming with insignificant comments. In Tanzania comments from NEMC can be 
given 3-4 times, even after the certificate has been issued. The important thing to focus on in 
the EIA is if mitigation measures and monitoring is included in the EMP. 
 
NEMC should make their own budget for monitoring. NEMC do not address key issues. When 
monitoring they only ask the local communities if they have been consulted. They do not 
monitor the construction as such.  
 
In the road sector the truth is that once the study on feasibility and design is made, the decision 
is already made. The EIA is made to find mitigation measures and will not decide whether the 
road will be build or not. Roads are different from f.eks hotels. Imagine if a minister of 
parliament promises a road and the EIA results prohibit the road from being constructed. 
 
10. What is the donors role in decision-making? Can funds be released before an EIA certificate 
has been issued? Donors just demand a national certificate and that the study fulfill national 
and donor policy. Funds are normally not released before EIA certificate is issued. 
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Babati-Minjingu road 
 
11. I understand that ADB have agreed to fund the Babati-Minjingu road in Manyara region. 
Has the recently submitted EIA report had any influence on this decision? How? It is not yet 
reviewed by TANROADS so it will be submitted to ADB later. 
 
12. Has the NEMC accepted the EIA of the proposed road project of Babati-Minjingu? If not 
and if it has not played a role in decision-making what is the object of this particular  
EIA?  ADB have agreed to fund the road and that will not depend on the EIA. 
 
13. According to TANROADS regional manager in Babati the ESIA emphasizes the need for 
construction monitoring. However, according to the regional manager and the citizens 
themselves the major concern in regard to the road project is reimbursement for resettlement. 
The ESIA does not reflect where the finances will come from to the same extent. How does 
TANROADS deal with this conflict of interest?   
 
 
14. According to the TANROADS regional manager in Babati the object of the EIA is to find 
good mitigation measures. How will implementation of mitigation measures be secured on the 
Babati-Mijingu road? The EIA will indicate costs reflected in the BoQ. 
 
Makuyuni-Ngorogoro – Coordinated by the ministry. TANROADS was not involved. 
 
15. If the EIA gets stuck with NEMC and the meeting with donors is scheduled before the study 
is approved by NEMC, what happens? Also if the minister is not available to sign the certificate 
does the process get stuck? In the EMA it is mentioned that the minister should give 
responsibility to someone else in the office when not present himself. The fact that this does not 
happen is a fault in the practice.
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10.18 Appendix 18 
 
Interview with Japanese International Cooperation Agency (JICA)- Assistant 
Resident Representative, funding agency for Makuyuni – Ngorongoro road  
 
 
Agency: Funding agency JICA 
Occupation: Assistant Resident Representative 
Name: Takeshi Oikawa 
Concerned road: Makuyuni-Ngorogoro 
Date: 16.11.06 
 
 
1. What is JICAs stand on the objective of EIA? Number the following objectives in 
prioritized order (1 most important – 8 least important) Before construction of the road the 
EIA had already been done by the world bank on the Makuyuni-Lalago Road Section of 
Makuyuni-Lalago-Musoma Road Link (Feasibility and Environmental Study Report 1994-
96 by World Bank). JICA reviewed the EIA report and paid attention to major issues such 
as wildlife, and have carried out mitigation measures against them. Thus JICa can only 
reply about mitigation measures on this project, not on EIA. Hence, the following replies 
are based on the assumption that IF we conducted the EIA then… 
• 3.To find the environmentally best solution 
• 8.To provide a broad material for decision-making 
• 4.To illuminate alternatives 
• 1.To find good mitigation measures 
• 2.To find the most cost-effective alternative 
• 5.To decide on the permissibility of the  project 
• 6.To inform the public 
• 7.To get inputs from the public 
 
2. I understand that JICA funded the Makuyuni-Ngorogoro road in Arusha region. Did the 
EIA report have any influence on this decision? How? Or was the decision made before 
completion and accept of the EIA report? Yes it did. JICA knew that the EIA focused on 
impacts on wildlife, infection desease, water balance and urbanization before decision 
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making for grant aid. Therefore JICA required not only design referred to the EIA, but also 
environmental monitoring and capacity development in the Ministry of Public Works 
(Present Ministry of Infrastructure Development) in the project scheme then. 
 
3. Did JICA demand an EIA of the proposed road project? If so and if it has not played a 
role in decision-making what was the object of this particular EIA? No, JICA did not, due to 
existence of the WB’s EIA report completed before decision making by JICA. 
 
4. According to the TANROADS regional manager in Arusha the object of the EIA is to 
find good mitigation measures. Surely when mitigation measures are many the (contractor) 
cost of the project increases. Did JICA receive the Bill of Quantities before or after 
completion of the EIA? No JICA did not. This is JAPAN Grant Aid, all cost of construction 
with physical mitigation measures were paid by the Japanese government grant money. 
 
Did JICA agree to finance implementation of all mitigation measures prior to and during 
construction? If after, how was implementation of mitigation measures financed?  
Yes, JICA agreed to finance before and during construction. And even after construction, 
the consultant which designed the road conducted monitoring once in inspection. 
 
5. According to citizens who were forced to resettle they were promised reimbursements. 
However, this was not enforced. Did JICA finance reimbursement fees or was this left to 
TANROADS (or at the time MoW)? JICA did not have to compensate for any resettlement 
and displacement of structures as follows from the meetings between JICA and Tanzania 
government in 1999. The role of land acquisition was the responsibility of Tanzanian 
government. And as you grasped in some land laws and road ordinance in Tanzania, the 
government do not have to compensate any properties based on laws and ordinances. In 
Tanzania persons who are living or occupying the right of way must realize by themselves 
that they are settled illegally. 
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6. Has JICA finance an evaluation study of the impact of the road post completion? If yes, 
what was the study used for? If no, who has? Or is this not considered important? Why not? 
No, JICA has not. World Bank has financed the EIA in 1990s. 
 
In your opinion: 
7. Delegating great responsibility to the local level makes environmental protection 
inconsistent? Why? Yes and no. Central government should make policies and standards, 
but it is not physically possible for them to implement also. Consistency would be increase 
if everything was left to the central government but due to logistics the regional and district 
officers need to take care of implementation. 
 
8. The result of the EIA should determine if the road is build or not? Of cause I think so. 
But I think we have no right to stop them who desires development. 
 
9. If environmental assessments are made on all new policies plans and programs then the 
need for EIA on individual projects is reduced? Is this positive or negative? It is not easy to 
a linkage between policy and implementation in Tanzania. But theoretically, yes. 
 
10. Can you think of a less cost intensive way to incorporate the environment in road 
planning, than the current use of EIAs? Depends on geographic features and population 
density. Corridor assessments of an entire stretch might be more effective, although some 
sections could use a more detailed study. 
 
11. Why do you think Tanzania has chosen EIA as the main tool for environmental 
protection in road planning? Not only Tanzania. All countries chose EIA as the tool of 
control of development.
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10.19 Appendix 19 
 
Interview with African Development Bank (ADB), proposed funding agency for 
Singida – Babati – Minjingu Road 
 
 
Agency: Funding agency ADB 
Occupation: ADB Roads Counsellor 
Name: Samuel Turay 
Concerned road: Babati-Minjingu 
Date: 16.11.06 
 
 
1. What is ADBs stand on the objective of EIA? Number the following objectives in 
prioritized order (1 most important – 8 least important). I would not classify this but 
provide level of importance. 
• 2. To find the environmentally best solution 
• 1.To provide a broad material for decision-making 
• 3.To illuminate alternatives 
• 4.To find good mitigation measures 
• 5.To find the most cost-effective alternative 
• 8.To decide on the permissibility of the  project 
• 7.To inform the public 
• 6.To get inputs from the public 
Whether or not there is a need for a full EIA depends on the category in which ADB 
placed the project. There are three categories 1) need for serious mitigation measures 2) 
Some concerns 3) No environmental concerns. The appraisal study is thus send to the 
ADB board of directors. If it is deemed a category one project a full EIA is required by 
the board of directors. If it is a category two project it normally means that it is a road 
which follows the old alignment. 
 
2. I understand that ADB have agreed to fund the Babati-Minjingu road in Manyara 
region. Has the recently submitted EIA report had any influence on this decision? How? 
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Or was the decision made before completion and accept of the EIA report? Yes, the 
decision is based on the findings of the ESIA report that is summarized as well as the 
Environmental and Social Management Plan and forwarded to the board for review and 
decision-making. The mission will be here in December so it has not been categorized yet 
but it will probably be a category two. Funds are set aside so we are waiting for the 
study. 
 
3. Did ADB demand an EIA of the proposed road project? If so and if it has not played a 
role in decision-making what is the object of this particular EIA? The ADB may not have 
demanded the ESIA report but it is now a normal component of the set of documents and 
studies produced as part of the  feasibility study. It is the feasibility study that has deemed 
the project a category one or two (this has been decided in the headquarters in Tunis) 
 
4. According to the TANROADS regional manager in Babati the object of the EIA is to 
find good mitigation measures. Surely when mitigation measures are many the 
(contractor) cost of the project increases. Did ADB receive the Bill of Quantities (?) 
before or after completion of the EIA?  
• If before, has ADB agreed to finance implementation of all mitigation measures 
prior to and during construction?  
• Does ADB demand to see security for funds from TANROADS to implement 
mitigation measures where ADB does not cover funds? 
Especially for roads, most of environmental mitigation measures are imbedded in the 
design and engineering. Most of the time social mitigation measures such as 
relocation and compensation are budgeted separately and covered by the government 
(the ADB does not cover relocation compensation).  
5. According to TANROADS regional manager in Babati the ESIA emphasizes the 
severe need for construction monitoring. However, according to the regional manager 
and the citizens themselves the major concern in regard to the road project is 
reimbursement for resettlement. The ESIA does not reflect this financial concern or 
where the finances will come from to the same extent. How does ADB deal with this 
conflict of interest?  In fact the ESIA report should mention briefly the 
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resettlement/compensation plan that is processed separately. There is a study 
conducted to determine all the parameters for relocation and compensation followed 
by a resettlement action plan. In addition, ADB always sets a condition stipulating 
that relocation and compensation should be completed before commencement of 
construction to make sure that all people affected are duly compensated.  How this 
will be covered should be clear in the Gazette before the project starts (presumably a 
year after the board has approved it in June 2007) 
 
 
6. Will ADB finance an evaluation study of the impact of the road post completion? If 
yes, what will the study be used for? If no, who will? Or is this not considered important? 
Why not? This is called an audit. But prior to this supervision missions are conducted 
jointly by the bank and the government to detect problems during the course of project 
implementation. At project completion an audit should be conducted to assess the state of 
the implementation of the mitigation measures and the state of the environment itself. 
 
In your opinion: 
7. Delegating great responsibility to the local level makes environmental protection 
inconsistent? Why? Not necessarily. Some countries are well advanced in assessment and 
in implementing the mitigation measures. However, with the implementation of the Paris 
Declaration on Development Effectiveness, all development partners will be employing a  
local framework and manpower to mainstream environment and social issues. The 
concern is capacity. But it is more practical at local level as the central level cannot 
cover all. 
 
8. The result of the EIA should determine if the road is build or not? Not necessarily. The 
ADB’s role is to promote development while protecting the environment, hence, the main 
objective of ESIA is to find best and efficient ways of mitigating adverse impacts, not 
stopping projects. 
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9. If environmental assessments are made on all new policies plans and programs then the 
need for EIA on individual projects is reduced? Is this positive or negative? The question 
is not clear to me. All countries have environmental and social policies, procedures and 
regulations already. Of cause these can continuously be improved for the better. 
 
10. Can you think of a less cost intensive way to incorporate the environment in road 
planning, than the current use of EIAs? We are already thinking and moving towards that 
through promoting the use of country environmental and social systems. Of course this is 
proceeded by a thorough evaluation of the country systems, the filling of gaps and 
insufficiencies. An independent evaluation/monitoring group is necessary for 
environmentally sensitive road construction. 
 
11. Why do you think Tanzania has chosen EIA as the main tool for environmental 
protection in road planning? Because at the time being this approach is the handiest and 
the most cost effective for a single project. 
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10.20 Appendix 20 
 
Summary of persons interviewed, data collected and main interview findings 
 
Person/organisa
tion interviewed 
Project 
relevance 
Date Interview method Road Summary of interviews 
TANROADS regional professional staff 
TANROADS 
regional 
manager in 
Arusha region 
Key 
informant at 
regional 
level 
23.10-06 - Qualitative  
- Almost no prior 
instrumentation 
- Explorative 
- Audio recorded 
Makuyuni-
Ngorogoro 
Makuyuni-Ngorogoro and Babati-Minjingu road construction have both undergone 
thorough EIA studies. 
Most important objective of EIA is to provide a broad material for decision-making, 
the least important is to inform the public. 
The decision to reconstruct/build a road is based on three studies 1) engineering study
2) economic and social study and 3) environmental study.  
The environmental study needs to follow donor regulations but must also follow 
guidelines from NEMC, and it must be approved by NEMC before it is send to the 
donors, who decide if the project is feasible. 
The major limitation of the EIA is that it does not fully take into account the need for 
funding for resettlement. Also the road in itself is not so much an environmental 
problem as the impacts of the roads, such as uncontrolled settlements.  
Local government does not have much capacity so environmental responsibility is (at
the moment) best left to central authorities. 
TANROADS 
Civil Engineer in 
Arusha 
Key 
informant  at 
regional 
level 
24.10-06 - Qualitative  
- Almost no prior 
instrumentation 
- Explorative 
- Audio recorded 
Makuyuni-
Ngorogoro 
Most important objective of EIA is to illuminate alternatives, the least important is to
inform the public. 
Makuyuni-Ngorogoro: An environmental expert committee was formed as it is a high
sensitive area where animals pass in the corridor from Serengeti-Ngorogoro. The 
mode of handling the procedure is now adopted for roads build after. 
It is mainly the funding agency that has opposed road feasibility, more than NEMC. 
The public were in favour of the road and it was mainly people from Manyara 
national park who were concerned. 
In the public meetings the public were informed of the negative consequences of the 
road. The public themselves were only concerned with compensation for resettlement
as they wanted development in the area.  
A limitation regarding EIA procedures is that at the time there were no standards to 
measure ex. Noise and pollution levels against. Also EIAs should be carried out 
before the design stage so that recommendations can be incorporated, but this is not 
the case. EIA and design is done at the same time. 
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Person/organisa
tion interviewed 
Project 
relevance 
Date Interview method Road Summary of interviews 
 EIAs are most effective if carried out from central level. At local level there are too 
many political issues surrounding roads, and an EIA would not be objective. There is
nothing more political than roads.   
The report was funded by the WB, carried out by Norconsult and the project fonder 
was JICA.  
The contractor was Japanese. 
 
TANROADS 
regional 
manager in 
Manyara region 
Key 
informant at 
regional 
level 
31.10-06 - Qualitative  
- Almost no prior 
instrumentation 
- Explorative 
- Audio recorded 
Babati-
Minjingu 
Most important objective of EIA is to find good mitigation measures, the least 
important is to decide on the permissibility of the project.  
The road rehabilitation is mainly blessed by the people, who are more concerned 
about resettlement issues and compensation.  
Public meetings were held where the public was invited via village announcements 
and markings on houses that were in the road area (45m). The public was informed of
potential environmental consequences and were given opportunity to express their 
opinion. They still wanted the road. An EIA should not determine if the road should 
be build or not, as an EIA is mainly intended to find good mitigation measures.  
The report has not yet been submitted to the NEMC and MoID. Nordic Development 
Fund funded the EIA and design study, which were carried out by Carl Bro and the 
project fonder will presumably be ADB. The contractor is not yet found. 
Civil servant, expert and politicians at district level 
Agriculture and 
Livestock 
Development 
Officer 
Civil servant 
in Monduli 
district 
26.10-07 - Qualitative 
- Interview based 
on open questions 
- Hand-recorded  
Makuyuni-
Ngorogoro 
Ideally the EIA should be able to stop the road from being build if it shows negative 
effects. However, in practise he does not have experience in this being the case. The 
decision to implement a project is often made before the EIA is carried out and the 
purpose of the EIA is often to prove that there will be no severe consequences. The 
EIA should be done well before project implementation and there should be an 
evaluation after the construction is finished so that any flaws can unforeseen 
consequences can be taken care off. This rarely happens. 
Local government should have most responsibility for the environment because it is 
the district that suffers the direct consequences and is therefore in the better position 
to give recommendations on how to handle the situation. 
He does not believe that the road has had major environmental consequences as 
mitigation measures were implemented. 
He has not tried to get hold of the EIA report. 
The people living by the road have gained in terms of mobility, economics, travel 
time and general comfort. 
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Person/organisa
tion interviewed 
Project 
relevance 
Date Interview method Road Summary of interviews 
He helped collect data for the economic study and thus feels that he influenced the 
decision. 
 
Secretary for 
Network for 
Individuals 
Concerned for 
Environment  
Environment
al expert in 
Moduli 
district 
26.10-06 - Qualitative 
- Interview based 
on open questions 
- Hand-recorded 
Makuyuni-
Ngorogoro 
The most important objective of EIA is to provide a broad material for decision-
making, the least important is to find the most cost-effective solution. 
Of the opinion that the road provided lots of work opportunity for the people and 
dams (from excavation) for their cattle. The citizens were all in favour of the road and
did not demand implementation of mitigation measures, such as tree planting. 
Both local and central government should be responsible for environmental impacts 
of the road. The local government should oversee maintenance, pollution and 
accidents while the central government should provide sufficient funds. The district is
in its right to receive the 20 % gained in fuel levy. 
The road has greatly improved the life of people living near-by it. 
He has not tried to get hold of the EIA report for the road. 
Ex-Councillor of 
Mto wa Mbu  
Politician in 
Moduli 
district 
26.10-06 - Qualitative 
- Interview based 
on open questions 
- Hand-recorded 
Makuyuni-
Ngorogoro 
He is not familiar with EIA. 
Environmental damage should not stop the building of the road as the benefits are far
greater. 
The local authority should be responsible because they have the authority to repair 
damage. 
He attended several meetings where the main issue was resettlement compensation. 
The citizens were mainly arguing in favour of the road. They pointed out advantages 
related to travel-time reduction, mobility of products. Also they argued that the 
improved road condition would make it economically viable for them to invest in 
modes of transport. So all conditions were accepted. 
The negative effects of the road include that the increased population in Mto wa Mbu
has resulted in environmental degradation. For example, increased tree-cutting, 
cultivation activities and also the water resources of lake Manyara are affected. 
The road has resulted in more business activities, more community facilities and 
general socio-economic development along the road. 
The meetings were informal and the citizens were given most opportunity to speak. 
He has not tried to get hold of the EIA for the road. 
 
Affected citizens living in the area of influence 
Living in influence of Makuyuni-Ngorongoro road 
Maasai Civilian  25.10-06 - Qualitative Makuyuni- Not aware of any environmental effects of the road. 
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Person/organisa
tion interviewed 
Project 
relevance 
Date Interview method Road Summary of interviews 
pastoralist - Considerable 
prior 
instrumentation 
- Hand-recorded 
Ngorogoro Supported the building of the road. 
Did not attend any meeting but was informed of the project and knows people who 
attended. 
The road has reduced travel-time greatly. 
Environmental effects should not be able to stop road construction 
Maasai 
pastoralist 
Civilian 25.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Makuyuni-
Ngorogoro 
Aware of environmental effects such as excavation holes with no left vegetation. 
Supported the building of the road. 
Informed by newspaper and radio. 
Attended a meeting and everyone was in favour of the road. 
In the meeting everyone was provided equal opportunity to put forward comments. 
The main issues brought up by those conducting the meeting was construction jobs 
which should be provided to the local people living by the road and negative impacts 
on the environment. 
Main issues brought up by the citizens included demand for speed bumps where 
population density was high and  resettlement issues, including more warning signs 
of where property can be constructed and where not. 
Of the opinion that the environment should be the responsibility of the local 
government, as they are nearer to it and know where the problems are. 
The benefits of the road many; reduction in travel time, more comfort and less dust. 
Environmental effects should not be able to stop road construction 
Retired teacher Civilian 25.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Makuyuni-
Ngorogoro 
Aware of env. effects such as more tree-cutting and degradation of the ecosystem. 
There has also been destruction of houses close to the road and excavation due to 
gravel, which were left bare. 
Informed by newspaper and radio. 
Supported the building of the road. 
Attended a meeting and only the Masaai were against the road due to fear of cars 
hitting their cattle.  
The atmosphere in the meetings was un-formal and the civilians did most of the 
talking.  
Issues brought up by those attending the meeting concerned benefits of the road, such
as easier crop transportation leading to more business opportunities.  
Issues brought up by those conducting the meeting concerned the negative 
consequences of the road, such as road accidents. 
There were conflicts about resettlement and employment in the road works. 
Compensation for resettlement was promised as well as employment but neither was 
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Person/organisa
tion interviewed 
Project 
relevance 
Date Interview method Road Summary of interviews 
actually enforced. 
Environmental responsibility should be with the local government as they are the 
once living near the road. 
Environmental effects should not be able to stop road construction. 
 
Wildlife 
manager 
Civilian 25.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Makuyuni-
Ngorogoro 
Env. Effects: removal of gravel leaving the area bare. 
Informed of project by newspaper and radio before project start. 
Supported building of the road. 
Attended meeting with member of parliament. The atmosphere was relaxed and 
informal and everyone put forward opinions. 
Issues brought up by civilians mainly concerned reimbursement for resettlement. 
Issues brought up by those conducting the meeting concerned employment 
opportunities for local population. 
Everyone wanted the road so they accepted the destruction of their houses, even 
though no reimbursement was enforced. 
Environmental responsibility should be with the local government as they are closer. 
Environmental effects should not stop road development. 
 
Business woman Civilian 25.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Makuyuni-
Ngorogoro 
Not very informative… 
In favour of the road but aware that houses were torn down as a result of 
construction. 
Did not attend a meeting and does not remember hearing anything about the road 
plans. 
Of the opinion that the environment should be the responsibility of the local people as
they live closest by. 
Road construction should not be stopped as a result of env. Consequences.  
Living in influence of Babati-Minjingu road 
Village 
traditional leader 
Civilian 30.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Babati-
Minjingu 
Farmer (1) Civilian 30.10-06 - Qualitative 
- Considerable 
prior 
Babati-
Minjingu 
7/9 respondents had heard of plans to rehabilitate the road, this was primarily 
announced in connection with the election, November 2005. One knew nothing of the
plans as he has no radio and one has heard nothing but observed the red crosses on 
houses that should be removed. 
8/9 were not aware of any meetings that have taken place regarding the road. One 
woman, who was forced to remove part of her house knew of a meeting concerning 
resettlement, but she was not invited. 
None of the respondents were aware of any possible negative environmental effects 
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tion interviewed 
Project 
relevance 
Date Interview method Road Summary of interviews 
instrumentation 
- Hand-recorded 
Farmer (2) Civilian 30.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Babati-
Minjingu 
Farmer  (3) Civilian 30.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Babati-
Minjingu 
Farmer(4) Civilian 30.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Babati-
Minjingu 
Business woman Civilian 30.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Babati-
Minjingu 
Builder Civilian 30.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Babati-
Minjingu 
Farmer (5) Civilian 30.10-06 - Qualitative 
- Considerable 
prior 
instrumentation 
- Hand-recorded 
Babati-
Minjingu 
Farmer (6) Civilian 30.10-06 - Qualitative 
- Considerable 
prior 
Babati-
Minjingu 
of the road and all are in favour of the road because it will bring development to the 
area and travelling will become easier. The business woman mentioned a problem 
with distrust to reimbursement as result of resettlement and one respondent 
mentioned that there would be more accidents. 
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Project 
relevance 
Date Interview method Road Summary of interviews 
instrumentation 
- Hand-recorded 
Administrative and Professional Staff at National Level 
Ministry of 
Infrastructure 
Development – 
Head of 
Environmental 
Section 
Key 
informant at 
national level 
14.11-06 - Qualitative 
- Interview based 
on open questions 
- Hand-recorded 
Makuyuni-
Ngorogoro 
and Babati-
Minjingu 
Most important objective of EIA is to find the environmentally best solution. The 
least important is to secure permissibility of the project. 
The EIA may not have played a role in the decision of ADB to fund the B-M, if 
nothing very negative was found at the screening stage. 
First the M-N project was rejected due the high sensitive area, however, the Japanese 
consultant (RAITON) who later took over the study recommended the project to go 
ahead with a good EMP involving the district. However, the land use plan presented 
in the EMP was not successful. NEMC accepted the screening report for the M-N 
road and decided to go ahead with the project, however, donors refused to get 
involved.  
The finance of mitigation measures depends on type of impact. Some are included in 
the tender document and financed by TANROADS. The resettlement plan should also
be financed by TANROADS. Sometimes it is the job of the local authorities. 
Ngorogoro-Makuyuni, those settled along the road reserve were not paid, those in the
realignment area were paid. This was settled according to the 1932 *1967 and 1969( 
Highway Audience Act). 
Citizens were not reimbursed if they were in the right of way. 
TANROADS hires consultant or person from NEMC to the evaluation study.In 
August 2006 there was a meeting with the environmental expert team for the M-N 
road and a site visit report was conducted. If mitigation measures are used as plan 
then the EIA is effective. However, it became apparent that the recommended land 
use plan was not implemented. 
In her opinion: District and ward level staff need more environmental education for 
decentralised environmental responsibility to be effective. 
If SEA is implemented then there will be less need for detailed EIA and quick 
analysis will be more used. This is positive because it will provide a better overview 
and not be as cost intensive. But SEA is complicated because EIA is still challenging
EIA is chosen because it is good for VPO or NEMC and it is a known tool copied 
from developed countries. REA may be better. EIA challenges: Awareness by the 
management (TANROADS and engineers), Finance, Monitoring tools are not 
present, e.g. there are no tools to measure water pollution and dust levels, advantage 
of EIA is not clear among users of resources.  
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Project 
relevance 
Date Interview method Road Summary of interviews 
These challenges could be helped overcome by Awareness raising and inclusion of 
finance for monitoring. This has only been carried out on the Makuyuni-Ngorogoro 
stretch and not on other roads. 
Other comments on EIA? 
If mitigation measure costs is more than 30 % of the total project cost then the project
should be abandoned.  
All donors require EIA studies 
Ministry of 
Infrastructure 
Development – 
ex-Danida 
advisor in 
Environmental 
Section 
Key 
informant at 
national level 
07.02-06 - Qualitative  
- Almost no prior 
instrumentation 
- Explorative 
- Audio recorded 
Makuyuni-
Ngorogoro 
and Babati-
Minjingu 
NEMC approve projects that should not be improved. Mentions that he made a lot of 
comments discouraging making the Danida financed Chalinze-Segera road on the 
basis of the EIA, which was very poor, but was approved by NEMC never-the-less. 
Allowances: NEMC are often pressured by TANROADS to hurry and not delay. All 
the staff thinks about in NEMC and TANROADS is getting into the field and 
receiving allowances.  
They will not attend workshops or meetings if they do not receive allowances.  
F.eks a worker in the MoW gets 100,000 TSH/month and 45,000 per day when in the
field. 
A worker with the same position in TANROADS receives 1,000,000 per month and 
the same 45,000 per day in the field. Neither will attend if allowances are not 
provided. In conparison the same person in Vietnam receives 40 USD per month and 
no allowances, but people still turn up for work. 
Selling charcoal is much more profitable than any agricultural produce, so when a 
road is built slash and burn is preferred to farming.  
This is a problem in all developing countries.   
Another problem is that nobody cares about the environment and EIA are only 
carried out because it is a requirement from donors. Unlike in e.g. Denmark the 
implementing agency, TANROADS, are not concerned about their reputation in 
terms of following up on the environmental mitigation measures. 
The policy should be that roads can be provided where the district can manage the 
forest. That should be a condition. The problem is that district officials do not know 
anything about the forests in the area. It could be a good idea to consider making 
roads where other donors are involved in forest management. 
Another problem is knowledge about exiciting environmental guidelines. Contractors
often do not know that guidelines exist. Also no one is interested in checking that 
guidelines are followed without allowances. Therefore it is a huge expense to follow 
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up on environmental mitigation measures.  
The problem with justification of roads was illustrated with requests for a road going 
through Lake Manyara National Park. A justification can be that the prime minister 
has plan to make it possible to be reach the neighbouring regional centre within 3 
hours. NEMC approves regardless of environmental consequences. It has not 
consequence if the implementing agency does not follow the comments made in EIA.
Another major issue is resettlement. 
WB guidelines require that anyone is compensated, whether it is a legal or illegal 
settlement. Tanzanian guidelines only require legal settlers to be compensated. 
Recommendations:  
A SEA could include an overview of natural habitats, lakes, settlements, roads etc. 
for planners to make use of in the first project phase (Planning, feasibility design, 
construction, observation/monitoring). 
The regions have no road maps to guide implementers and lots of resources are spent 
every time a consultant has to carry out an extensive EIA. With SIA they can skip the
dense text, which is read by no one and instead planners can start by looking at a map
a deciding from there and go straight to making a IEE. This will allow conscious 
avoidance of entering very sensitive areas. 
A SEA could be made for one region and duplicated for other regions.  
Arusha would be a relevant and interesting test area. 
 
National 
Environmental 
Management 
Council – 
Principle 
Environment 
Management 
Officer 
Key 
informant  at 
national level 
15.11-06 - Qualitative 
- Interview based 
on open questions 
- Hand-recorded 
Makuyuni-
Ngorogoro 
and Babati-
Minjingu 
The most important objective of EIA is to find the environmentally best solution and 
the least important is to inform the public. 
EIAs limitations generally and in regard to the road sector: 
• The general public is not aware of the EIA concept, including decision-
making authorities and developers of projects (investors, proponent) 
• People think of EIA as an added cost to investment and do not see it as part 
of a project 
• There is a lacking capacity for undertaking good EIAs. Consultants are not 
fully capable nor are government authorities at all levels. 
• There is poor financial capacity for undertaking EIA and monitoring as well 
• The EIA certificate has to be signed by the minister, when he is not around 
projects are delayed. 
• The road sector is in the forefront regarding these limitations due to the 
employment of environmental unit officers in both TANROADS and MoID,
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making better than the other sectors. 
Solutions:  
• Creating awareness would help 
• Followed by enforcement of the law 
• SEA is even less known but would be very useful. Other economic tools 
could also be useful. 
Public participation influence on the EIA process: 
In the scoping stage,  the consultant will assist the developer in getting views from 
the public, which contribute to the ToR for the EIA. If major impacts are identified 
these should be advertised in the paper. Depending on the respons from the public a 
public hearing may or may not be conducted. Public hearing has only happened once 
in regard to a prawn farming project. 
EIA is the only environmental tool ever used and 
despite all the challenges and the new concept taken into account we are doing good. 
This can be seen from the amount of people coming to NEMC asking for information
on EIA. Even persons who want to start very small scale chicken farming come here 
(with like five chickens). Also the amount of reports that we receive today compared 
to one year ago is amazing. 
Implementation of monitoring post construction : 
EMP indicates all phases of the projects. NEMC must monitor all recommendations. 
It is therefore up to the consultant to be aware of all the costs involved. There are two
types of monitoring, the one done by the proponent and NEMC (monitoring during 
implementation) and monitoring done by the investor. NEMC often lack funds to 
monitor during construction. 
Regarding impact evaluation TANROADS will involve NEMC if there are serious 
environmental concerns, but this is rarely the case. 
In his opinion: 
Regarding efficiency of local level environmental responsibility NEMC is only 
represented in Dar, which means that it is necessary to delegate responsibility to local
level, however, its efficiency depends on training of local staff. This is currently 
being undertaken. 
A road with severe env. Consequences should not go ahead. After registration there is
a screening stage to determine if full or limited EIA is required. A project should thus
be rejected at the screening stage. Once it is decided to conduct a full EIA it is almost
certain that the project will go ahead in order to find good mitigation measures. 
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SEA will not reduce the need for EIA because it will only help in creating more 
awareness among policy makers 
EIA is not cost intensive as it only consumes 1% of the project cost. 
Regarding the use of EIA: It is a tool that is used worldwide and we are part of 
environmental conventions that require us to take care of the environment. EIA is 
useful because it is known worldwide. 
Major EIA challenges lie both in decision-making and in procedures. Decisions are 
generally donor-driven, without donors it is not certain that NEMC would even be 
involved. Regarding procedures EIAs are useless unless NEMC has funds to monitor
otherwise the reports just go on the shelves. 
TANROADS- 
head of 
environmental 
unit at national 
level 
Key 
informant  at 
national level 
17.11-06 - Qualitative 
- Interview based 
on open questions 
- Hand-recorded 
Makuyuni-
Ngorogoro 
and Babati-
Minjingu 
Based on experience the most important objective of EIA is to find good mitigation 
measures and the least important is to get input from the public. 
According to the EMA EIAs are required for new road construction only. But in 
practice when rehabilitating existing tarmac roads the NEMC or donors will demand 
full EIAs. So EIAs are normally undertaken whether the road is being upgraded or 
just rehabilitated. In the regulations there is no clear distinction between major and 
minor roads. F.eks. the Segera-Chalinze-Tanga road will undergo maintenance but 
NEMC and DANIDA require an EIA although it is not a new construction. 
In reality screening is unnecessary because EIAs are always required. F.eks. at 
Mtwara a corridor EIA was made. JICA wanted to fund a small section of the road 
(60 km out of 800), however, NEMC demanded a full EIA although TANROADS 
has requested to use the old corridor study. 
Challenges lie both in making EIA count in decision-making and in carrying out the 
procedures. Sometimes it is a problem with cross-country roads because where f.eks 
on the new road going from Arusha into Kenya the Kenyan and the ADB have 
approved the EIA document but Tanzania keeps coming with insignificant comments
In Tanzania comments from NEMC can be given 3-4 times, even after the certificate 
has been issued. The important thing to focus on in the EIA is if mitigation measures 
and monitoring is included in the EMP. 
NEMC should make their own budget for monitoring. NEMC do not address key 
issues. When monitoring they only ask the local communities if they have been 
consulted. They do not monitor the construction as such.  
In the road sector the truth is that once the study on feasibility and design is made, the
decision is already made. The EIA is made to find mitigation measures and will not 
decide whether the road will be build or not. Roads are different from f.eks hotels. 
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Imagine if a minister of parliament promises a road and the EIA results prohibit the 
road from being constructed. He would be very unpopular. 
Donors do not influence decision-making directly, they just demand a national 
certificate and that the study fulfill national and donor policy. Funds are normally not
released before EIA certificate is issued.  
In the EMA it is mentioned that the minister should give responsibility to someone 
else in the office when not present himself. The fact that this does not happen is a 
fault in the practice, which often delays the process. 
Regarding local level environmental effectiveness we emphasize that the local level 
be involved as they are the ones affected. However, they are not much aware. There 
is an idea that TANROADS is the road owner, however, nowadays the district is 
involved. F.eks.If the road is located in forest reserve and borrow pits need to be dug 
then forest officers from the district are involved to prevent felling of protected tree 
sorts etc. Also the district officers are involved in creating awareness of HIV among 
the casual labourers. 
Regarding the degree to which environmental effects may stop road construction we 
have one experience from Arusha where the feasibility study showed that the project 
was not feasible due to environmental costs. However, usually EIAs are used to find 
appropriate mitigation measures and not prevent projects from going ahead. 
Even with the introduction of SEA We would still require EIA on individual projects
Compared to project cost EIAs are not cost intensive. However, monitoring funds are
lacking. The EIA document is submitted to NEMC who do not always have the 
capacity to review and monitor documents and projects. Sometimes 3-4 months pass 
without certificates are issued because the NEMC staff are too few. An other problem
is that according to regulations if you are doing monitoring then the funds should 
come from own budget. Funds cannot come from the proponent (TANROADS) due 
to the danger of manipulating a matter of interest. However, if NEMC want to go to 
the site then the proponent has to budget for this. 
The reason for using EIA starts with the environmental policy in which we are 
obliged to recognize development’s expense on the environment. EIA is thus used as 
a tool to protect the environment, as a step in implementing policies. We are not 
familiar with using other environmental assessment tools. 
Funding Agencies - Donors 
Funding 
Agency- JICA- 
Key 
informant at 
16.11-07 - Qualitative 
- Interview based 
Makuyuni-
Ngorogoro 
Before construction of the road the EIA had already been done by the world bank on 
the Makuyuni-Lalago Road Section of Makuyuni-Lalago-Musoma Road Link 
EIA in the Road Sector   Appendix 20 
Summary of persons interviewed, data collected and main interview findings 
 72
Person/organisa
tion interviewed 
Project 
relevance 
Date Interview method Road Summary of interviews 
Assistant 
Resident 
Representative 
“donor level” on open questions 
- Hand-recorded 
(Feasibility and Environmental Study Report 1994-96 by World Bank). JICA 
reviewed the EIA report and paid attention to major issues such as wildlife, and have 
carried out mitigation measures against them. Thus JICa can only reply about 
mitigation measures on this project, not on EIA. Hence, the following replies are 
based on the assumption that IF we conducted the EIA then… 
The main objective of EIA is to find mitigation measures and the least important is to
provide a broad material for decision-making. 
The EIA had influence on the decision to fond the road. JICA knew that the EIA 
focused on impacts on wildlife, infection desease, water balance and urbanization 
before decision making for grant aid. Therefore JICA required not only design 
referred to the EIA, but also environmental monitoring and capacity development in 
the Ministry of Public Works (Present Ministry of Infrastructure Development) in the
project scheme then. 
JICA agreed to finance implementation of mitigation measure before and during 
construction. And even after construction, the consultant which designed the road 
conducted monitoring once in inspection. 
JICA did not have to compensate for any resettlement and displacement of structures 
as follows from the meetings between JICA and Tanzania government in 1999. The 
role of land acquisition was the responsibility of Tanzanian government. And as you 
grasped in some land laws and road ordinance in Tanzania, the government do not 
have to compensate any properties based on laws and ordinances. In Tanzania 
persons who are living or occupying the right of way must realize by themselves that 
they are settled illegally. 
In his opinion: 
Regarding the role of central and local government, the central government should 
make policies and standards, but it is not physically possible for them to implement 
also. Consistency would be increased if everything was left to the central government
but due to logistics the regional and district officers need to take care of 
implementation. 
I think the result of the EIA should determine if the road is build or not. But I also 
think we have no right to stop them who desires development.  
Regarding the introduction of SEA  then in theory it should reduce the need for 
project based SEA but It is not easy to find a linkage between policy and 
implementation in Tanzania. 
Findig an alternative option to EIA depends on geographic features and population 
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density. Corridor assessments of an entire road  stretch might be more effective, 
although some sections could use a more detailed study. 
It is not only Tanzania that has chosen EIA. All countries use EIA as the tool to 
control development. 
 
Funding Agency 
- ADB 
Key 
informant at 
“donor level” 
16.11-07 - Qualitative 
- Interview based 
on open questions 
- Hand-recorded 
Babati-
Minjingu 
The most important objective of EIA is to provide a broad material for decision-
making, the least important is to decide on permissibility of the project. 
Whether or not there is a need for a full EIA depends on the category in which ADB 
placed the project. There are three categories 1) need for serious mitigation measures 
2) Some concerns 3) No environmental concerns. The appraisal study is thus send to 
the ADB board of directors. If it is deemed a category one project a full EIA is 
required by the board of directors. If it is a category two project it normally means 
that it is a road which follows the old alignment. 
The decision to fund the B-M road is based on the findings of the ESIA report that is 
summarized as well as the Environmental and Social Management Plan and 
forwarded to the board for review and decision-making. The mission will be here in 
December so it has not been categorized yet but it will probably be a category two. 
Funds are set aside so we are waiting for the study. 
The ADB may not have demanded the ESIA report but it is now a normal component
of the set of documents and studies produced as part of the feasibility study. 
Especially for roads, most of environmental mitigation measures are imbedded in the 
design and engineering so they will be financed by ADB. Most of the time social 
mitigation measures such as relocation and compensation are budgeted separately and
covered by the government (the ADB does not cover relocation compensation).  
In fact the ESIA report should mention briefly the resettlement/compensation plan 
that is processed separately. There is a study conducted to determine all the 
parameters for relocation and compensation followed by a resettlement action plan. In
addition, ADB always sets a condition stipulating that relocation and compensation 
should be completed before commencement of construction to make sure that all 
people affected are duly compensated.  How this will be covered should be clear in 
the Gazette before the project starts (presumably a year after the board has approved 
it in June 2007). 
In his opinion: 
Regarding the effectiveness of environmental control by central and local governmen
with the implementation of the Paris Declaration on Development Effectiveness, all 
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development partners will be employing a  local framework and manpower to 
mainstream environment and social issues. The concern is capacity. But it is more 
practical at local level as the central level cannot cover all. 
Regarding the role of EIA in stopping projects from going ahead the ADB’s role is to
promote development while protecting the environment, hence, the main objective of
ESIA is to find best and efficient ways of mitigating adverse impacts, not stopping 
projects. 
The question on SEA is not clear. 
We are already thinking and moving towards a less cost intensive system than EIA,  
through promoting the use of country environmental and social systems. Of course 
this is preceded by a thorough evaluation of the country systems, the filling of gaps 
and insufficiencies. An independent evaluation/monitoring group is necessary for 
environmentally sensitive road construction. 
Tanzania has chosen EIA because at the time being this approach is the handiest and 
the most cost effective for a single project. 
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Data Sources 
Source Main documents Date 
Ministry of 
Infrastructure 
Development 
- List of contacts at national and regional level 
- EIA regulations as part of EMA 
- EIA and Management Guidelines for the Road Sector 
- EIA report and follow-up workshop minutes for 
Makuyuni-Ngorogoro road 
- Regional and district 3 year road rehabilitation plans 
- The ten year road sector development programme 
(2001/02-2010/11) 
23.02-06 and latest 
14.11-06 
 
 
 
 
 
 
DFID Tanzania Tanzania Country Environment Study (draft) 14.02-06 
African Wildlife 
Foundation (AWF) 
Lots of reports on the status of the environment and 
wildlife in Arusha region 
06.03-06 
Tanzanian  National 
Parks (TANAPA) 
- General Management Plans for Tanzania’s National 
Parks 
- Programmatic Environmental Assessment for road 
improvements in Tanzania’s National Parks 
07.03-06 
National Bureau of 
Statistics 
- 2002 Population and Housing Census for all districts 
in Arusha 
- Socio-Economic profile for Arusha region 
20.02-06 
University of Dar es 
Salaam, Institute of 
Resource 
Assessment (IRA) 
Land use and geographical maps of Arusha region 14.03-06 
SMEC consultants, 
Tanzania 
Local Government Road Inventory and Condition Survey 
for all regions in Tanzania 
15.03-06 
Carl Bro 
Consultants in 
Tanzania 
EIA report for Singida-Babati-Minjingu 07.11-07 
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10.21 Appendix 21 
 
EIA procedures 
The EIA procedure in Tanzania involves the following: 
 
• Registering a project: The proponent is required to register the project with the NEMC. 
• Screening: The project is classified to determine the level at which the environmental 
assessment should be carried out. 
• Conducting an EIA: This involves the three main stages of the EIA process (scoping, 
preparing terms of reference and preparing an environmental impact statement). It is at 
this stage that the decision is made whether to conduct the EIA or not. 
• Reviewing the EIA: A Technical Review Committee established by the NEMC reviews 
the EIA and decides whether the EIA is acceptable or not. 
• Issuing the relevant permits: If the EIA is approved, the NEMC issues the necessary 
environmental permit that confirms the EIA has been satisfactorily completed and the 
project may proceed. 
• Decision-making: A decision is made as to whether a proposal is approved or not; a 
record of decision explains how environmental issues were taken into consideration. 
• Monitoring project implementation: The proponent prepares and executes an 
appropriate monitoring 
programme (i.e. an environmental management programme). 
• Auditing the completed project: The NEMC undertakes periodic and independent audits 
of the project. Depending on its findings, it will issue an Environmental Auditing Report. 
• Decommissioning the project upon its completion: A decommissioning report is 
prepared at the end of the project life. This report outlines the restoration/rehabilitation 
activities to be carried out by the 
proponent and is lodged with the NEMC (see Figure  below). 
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Detailed description of environmental management functions and responsibilities of 
each organisation 
 
Introduction 
 
The institutional and legal framework for environmental management in the country is 
comprised of the following mandates: 
- National Environmental Advisory Committee; 
- Minister Responsible for Environment; 
- Director of Environment; 
- National Environment Management Council (NEMC); 
- Sector Ministries; 
- Regional Secretariat; 
- Local Government Authorities (City, Municipal, District, Township, Ward, Village, 
Mtaa and Kitongoji,). 
The detailed descriptions of environmental management functions and responsibilities of 
each institution are given in Appendix 2.1. However, for the purpose of these guidelines 
some key functions of each institution shall be dealt with in this sub-section. 
 
 
 
National Environmental Advisory Committee 
 
The National Advisory Environmental Committee is comprised of members with 
experience from various field of environmental management in the public, private sector 
and the civil society. The advisory committee for advising the Minister on any matter 
related to environmental management. Other functions include: 
- Examining any matter that may be referred to it by the Minister or any sector 
Ministry relating to the protection and management of the environment; 
- Reviewing and advising the Minister on any environmental plans, environmental 
impact assessment of major projects and activities to which environmental impact is 
necessary; 
- Reviewing the achievement by the Council (NEMC) of objectives, goals and targets 
set by the Council and advise the Minister accordingly; 
- Review and advise the Minister on any environmental standards, guidelines and 
regulations; 
- Receive and deliberate on the reports from Sector Ministries regarding the protection 
and management of the environment; 
- Performing other environmental advisory services to the Minister as it may be 
necessary. 
 
Minister Responsible for Environment 
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The Minister is responsible for matters relating to environment, including giving policy 
guidelines necessary for promotion, protection and sustainable management of 
environment in Tanzania. The Minister is also responsible for approval of Environmental 
Impact Statement (EIS). The Minister may also delegate power of approval for EIA to the 
Director of Environment, Local Government Authorities or Sector Ministries. The 
Minister also: 
- Prescribes in the regulations qualifications of persons who may conduct EIA; 
- Reviews NEMC reports on the approval of EIS;  
- Issues EIA certificate for project subject to EIA; 
- Suspends EIA certificate in case of non-compliance. 
 
Director of Environment 
 
The Director of Environment heads the Office of the Director of Environment and is 
appointed by the President of the United Republic of Tanzania. The functions of the 
Director of Environment include: 
- Coordination of various environmental management activities undertaken by other 
agencies; 
- Promotion of integration of environmental considerations into development policies, 
plans, programmes, strategies, projects; 
- Undertaking strategic environmental risk assessment with a view to ensuring the 
proper management and rational utilization of environmental resources on a 
sustainable basis for the improvement of quality of human life in Tanzania; 
- Advise the Government on legislative and other measures for the management of the 
environment or the implementation of the relevant international environmental 
agreements in the field of environment; 
- Monitoring and assessing activities undertaken by relevant Sector Ministries and 
agencies; 
- Preparation and issuing of reports on the state of the environment in Tanzania through 
relevant agencies; 
- Coordination of issues relating to articulation and implementation of environmental 
management aspects of other sector policies and the National Environment Policy 
 
National Environment Management Council (NEMC) 
 
NEMC’s object and purpose is to undertake enforcement, compliance, review and 
monitoring of environmental impact assessment and shall facilitate public participation in 
environmental decision-making.  
 
In regard to these guidelines, NEMC  
- Registers experts of firms of experts authorized to conduct EIA; 
- Registers projects subject to EIA; 
- Determines the scope of EIS; 
- Set-ups cross-sectoral Technical Advisory Committees (TAC) to advice on reviews of 
EIA; 
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- Requests additional information to complete the review of EIA; 
- Assesses and comments EIA in collaboration with other stakeholders including the 
RS-ES; 
- Convenes public hearings for collecting comments on the proposed project; 
- Recommends EIS approval (or disapproval, or approval with conditions) to the 
Minister;  
- Monitors the effects on the environment of any activities; 
- Controls the implementation of Environmental Management Plan (EMP); 
- Recommends revocation of EIA Certificate in case of non-compliance;  
- Promotes public environmental awareness; 
- Audits RS-ES and RIA. 
 
Sector Ministries 
 
Under the existing institutional and legal framework the Sector Ministries are required to 
establish Sector Environmental Sections headed by the Sector Environmental 
Coordinator. The Sector Ministries Environmental Sections are responsible for: 
- Ensuring environmental compliance by the Sector Ministry; 
- Ensuring all environmental matters contained in other written falling under sector 
ministry are implemented and report of their implementation is submitted to the 
Director of Environment; 
- Liasing with the Director of Environment and the Council (NEMC) on matters 
involving environment and all matters with respect to which cooperation or 
shared responsibility is desirable or required; 
- Ensuring that environmental concerns are integrated into the ministry or 
departmental development planning and project implementation in a way which 
protects the environment; 
- Evaluating existing and proposed policies and legislation and recommend 
measures to ensure that those policies and legislation take adequate account of 
effect on the environment; 
- Preparation and coordination of the implementation of environmental action plans 
at national and local levels; 
- Promotion of public awareness of environmental issues through educational 
programmes and dissemination of information; 
- Referring to the Council (NEMC) any matter related to the environment; 
- Undertaking analysis of environmental impact of sectoral legislation, regulation, 
policies, plans, strategies and programmes through strategic environmental 
assessment (SEA); 
- Ensuring that sectoral standards are environmentally sound; 
- Overseeing the preparation of and implementation of Environmental Impact 
Assessment (EIA) required for investments in the sector; 
- Ensuring compliance with various regulations, guidelines and procedures issued 
by the Minister responsible for environment and; 
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- Work closely with Ministry responsible for local government, to provide 
environmental advice and technical support to district level staff working in the 
sector. 
 
 
Regional Secretariat 
 
The Regional Secretariat, which is headed by Regional Environmental Management 
Expert, is responsible for coordination of all environmental management in their 
respective regions. The Regional Environmental Expert is responsible for: 
 
- Advising the local authorities on matters relating to the implementation of and 
enforcement if environmental By-laws / Act; 
- Creating a link between the region and the Director of Environment and the 
Director General of the Council (NEMC). 
 
Local Government Authorities 
 
The Local Government Authorities include the City Councils, Municipal Councils, 
District Councils, Town Councils, Township, Kitongoji, Ward, Mtaa and Village. Each 
jurisdiction is comprised of an Environmental Management Committee responsible for: 
- Initiating inquiries and investigation about any allegation related to the 
environment and implementation of or violation of the provisions of the 
Environmental Management Act; 
- Requesting any person to provide information or explanation about any matter 
related to the environment; 
- Resolving conflicts among individual persons, companies, agencies no-
governmental organisations, Government departments or institutions about their 
respective functions, duties, mandates, obligations or activities; 
- Inspecting and examining any premises, streets, vehicles, aircraft or any other 
place or article which it believes or have reasonable cause to believe that pollutant 
or other articles or substances believed to be pollutants are kept or transported; 
- Requiring any person to remove at own cost without causing harm to health and; 
- Initiate proceedings of civil or criminal nature against any person, company, 
agency, department or institution that fails or refuses to comply with any directive 
issued by any such Committee. 
 
The City, Municipal, District and Town Councils are headed by Environmental 
Management Officers. The functions of the Environmental Management Officers are: 
 
- To ensure enforcement of Environmental Management Act in their respective 
areas; 
- To advice the Environmental Management Committee on all environmental 
matters; 
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- To promote awareness in their areas on the protection of the environment and 
conservation of natural resource; 
- Collect and manage information on the environment and utilization of natural 
resources; 
- Prepare periodic reports on the state of the local environment; 
- Monitor the preparation, review and approval of Environmental Impact 
Assessment for local investors; 
- Review by-laws on environmental management and on sector specific activities 
related to environment; 
- Report to the Director of Environment and the Director General of the Council 
(NEMC) on the implementation of the Environmental Management Act and; 
- Perform other functions as may be assigned by the local government authority 
may form time to time. 
 
Whereas the Townships are headed by Environmental Coordinators, the Kitongoji, Ward, 
Mtaa, and Villages are headed by Environmental Management Officers. The functions of 
Township Coordinators and the Environmental Management Officers are to coordinate 
all functions and activities geared towards the protection of environment within their 
areas. 
 
Ministry of Works: Road Sector – Environmental Section 
 
Ministry of Work is the main stakeholder in the road sector. The MOW formulates 
policy, sets standards and specifications; defines the long-term strategic plans; monitors 
and controls application of the regulations; approves LEA; and participates to the 
management of the executives agencies. The MOW has established the Road Sector 
Environmental Sections (RS-ES) to implement environmental management matters in the 
road sector.  
 
For environmental assessment of Road Projects, the RS-ES:  
- Prepares Strategic Environmental Assessment (SEA);  
- Screens Application Form to determine the level of environmental assessment;  
- Assesses and comments IEE and LEA;  
- Advices MOW for approval of IEE and LEA;  
- Participates to EIA review in collaboration with NEMC;  
- Controls the implementation of the Environmental Management Plan (EMP) for 
LEA;  
- Promotes public environmental awareness;  
- Assists to the development and implementation of Environmental Management 
System; 
- Advises the MOW on all environmental issues related to road construction, 
rehabilitation, and maintenance and operation; 
- Audits RIA. 
 
Tanzania National Roads Agency (TANROADS) 
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TANROADS is responsible for procurement and management of contracts for design, 
maintenance, emergency repairs, spot improvements, rehabilitation, upgrading and 
construction of roads and bridges under its control. 
 
For environment matters, TANROADS will collaborate with the RS-ES at each phase of 
the project cycle in order to reduce negative environmental impact of road projects. In 
regards to these guidelines, TANROADS  
- Fills Application Form for project screening and registration; 
- Carries-out IEE, LEA and EIA; 
- Reviews IEE, LEA and EIA according to the comments; 
- Selects the best project alternative in regard of environmental, technical and 
economic criteria; 
- Integrates mitigation measures within technical specifications, drawings, contract 
documents; 
- Follows-up construction activities according to the Mitigation Plan and EMP; 
- Monitors road project activities according to EMP; 
- Develops and implements Environmental Management System (EMS). 
 
President’s Office Regional Administration and Local Government (PORALG) 
 
PORALG is responsible to plan, design, construct and make maintenance of Urban, 
District and Feeder roads in the Roads Sector through the Local Government Authorities. 
PORALG and the Local Government will follow these guidelines during implementation 
of road project from the planning to the end of the construction phase. 
 
(Taken from MoW, 2004: 7-12) 
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10.23 Appendix 23 
 
List of Environmental Management Activities for Each Phase 
 
ROAD PROJECT PHASE ENVIRONMENTAL MANAGEMENT ACTIVITY 
Project Planning / Pre-
feasibility Phase  
• Registration and screening: describing and classifying the project 
• Participating in the initial site inspection visit and coordinating 
with project team members 
• Screening projects early in the project cycle to identify salient 
environmental parameters of the proposed road works and to 
assess the sensitivity of the receiving environment 
• Identifying alternatives to the proposed project 
• Scoping the environmental study 
• Writing terms of references (TORs) for the Environmental 
Assessment (EIA) [general term for IEE, LEA and EIA] 
Feasibility Study / 
Preliminary Design Phase  
• Obtaining consulting services for the Environmental Assessment 
(IEE, LEA, EIA) 
• Conducting and overseeing the (EIA)  
• Analysing for significant environmental impacts 
• Conducting consultations with the public, as required 
• Incorporating results of the EIA into the project design and 
implementation process through mitigation measures  
• Designing mitigation measures 
Detailed Design Phase • Incorporating results of the EIA into the project design and 
implementation process through mitigation measures  
• Submitting the EIA to the regulatory agency for review and 
approval 
• Participating on the Technical Advisory Committee (EIA) 
• Designing mitigation measures  
• Preparing a Resettlement Action Plan (RAP), as needed 
• Preparing an Emergency Plan 
• Preparing an Environmental Management Plan (EMP) 
• Preparing a Project Monitoring Program 
• Issuing the EIA certificate 
Contract Preparation and 
Contract Tendering Phase 
• Writing the required contract specifications  / conditions to 
implement environmental management procedures 
• Performing an assessment of the institutional requirements of the 
EMP 
• Reviewing contractor bids 
• Strengthening stakeholder institutional capabilities to perform 
environmental management activities, as required 
Construction, and 
Supervision, and Monitoring 
Phase 
• Follow-up to ensure that mitigation measures, conditions and 
specifications are fully implemented during construction 
• Monitoring specific environmental impacts and efficiency of 
mitigation measures 
• Resolving problems, as encountered 
Traffic Operation and Road 
Maintenance Phase 
• Evaluating and implementing remedial measures during road 
operation 
• Conducting consultation with key stakeholders 
• Incorporating lessons learned into future road project planning 
 
(Source: MoW, 2004: appendix 1.2) 
